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GOODS FOR EXPORT 
The fact that goods made of raw materials in short supply 
wing to war conditions are advertised in this paper should not 
be taken as indicating that they are available for export 





NOTICE TO SUBSCRIBERS 
Consequent on the paper rationing, new subs¢ ribers cannot be 
accepted until further notice. Any applications will be put on 
a waiting list and will be dealt with in rotation im replacement 
of subscribers who do not renew their subscriptions 


POSTING ‘‘ THE RAILWAY GAZETTE” OVERSEAS 

We would remind our readers that there are many overseas 
countries to which it is not permissible for private individuals to 
end printed journals and newspapers. THE RatLway GAZETTE 
possesses the necessary permit and facilities for such dispatch. 

We would emphasise that copies addressed to places in Great 
Britain should not be re-directed to places overseas 

TO CALLERS AND TELEPHONERS 
Until further notice our office hours are : 
' Mondays to Fridays 9.30 a.m. till 5.30 p.m. 
The office is closed on Saturdays 





ANSWERS TO ENQUIRIES 
By reason of staff shortage due to enlistment, we regret that 
it is no longer possible for us to answer enquiries involving 
research, or to supply dates when articles appeared in back 
numbers, either by telephone or by letter 


ERRORS, PAPER, AND PRINTING 
Owing to shortage of staff and altered printing arrangements 
due to the war, and less time available for proof reading, we 
ask our readers’ indulgence for typographical and other errors 
they may observe from time to time, also for poorer paper and 
printing ‘compared with pre-war standards 
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Train Service Cuts Without Notice 
Monday night, the Railway Executive Committee announced 


N 

0 that, in view of the increasing pressure on the British rail- 
ways, a number of passenger trains had already had to be 
discontinued, and that it would be necessary to withdraw many 
more trains during the summer. The statement said that these 
would be taken off progressively, and without notice. In addi- 
tion to advising members of the public to avoid travel wherever 
possible, the statement of the Railway Executive Committee 
drew attention, in particular, to the fact that conferences involv- 
ing long-distance rail travel should not be held. Quite a number 
of conferences has been arranged for the coming summer, at 
various dates between Whitsuntide and the end of September, 
but already steps are being taken to cancel some of these. In 
particular, the Permanent Way Institution, which celebrates this 
year its Diamond Jubilee, has modified its arrangements so as to 
ivoid all long-distance travel for other than essential business. 


aes a= 
The Eire Transport Bill 


As we were closing for press last week the Eire Transport Bill 
was defeated in the Dail, rather surprisingly, with the result 
that Mr. de Valera’s Government resigned, and announced a 
general election in Eire for May 30. In recording this at the 
beginning of the editorial article we had already prepared on 
the Bill, our printers unfortunately dropped two lines of type, 
rendering the first paragraph unintelligible. This is, of course, 
typical of the many difficulties which both we and our printers 
experience as the result of acute staff shortages and less com- 


petent staff in wartime, recorded weekly in our first editorial 
column. To make the matter clear, we are setting out as follows 
the intended sentences: ‘‘ The Eire Transport Bill affects all 


forms of transport in the 26 counties, whether railway, road, 
canals, or air, although a large proportion of its provisions con- 
cern only the new transport company (Coéras Iompair Eireann) 
which is to be formed by the amalgamation of the Great Southern 
Railways Company and the Dublin United Transport Co. Ltd. 
No change in the financial structure of the Great Northern Rail- 
way Company (Ireland) is proposed, but it would appear that 
the Bill contemplates a control, so far as concerns Eire, over 
that company’s rates and charges and facilities by railway and 
road and any abandonment of railways, similar to that to be 


exercised in the case of the new transport company. Hitherto, 
no question has arisen as to the abandonment of any Great 
Northern Railway line situate wholly in Eire.’’ 
aan a= 
The First Important Railway Amalgamation 
Railway amalgamation in Great Britain as a more or less 


continuous process began in 1844, when, by Act of May 10, the 
Birmingham & Derby Junction, the Midland Counties, and the 
North Midland Railways, were fused to form the famous Midland 
Railway Company, which had a distinguished career for nearly 
80 years before the disappearance of its individuality into the 
L.M.S.R. at Grouping. The centenary of this pioneer amalgama- 
tion last week is recalled by a Letter to the Editor which we 
publish on page 518. From the outset, the Midland Railway was 
always active in extension and amalgamation, impelled thereto 
by its geographical position in the middle of England which 
provided the urge to constant outward growth in order to counter- 
act or forestall constrictive pressure upon its borders. Although 
Parliament at times was apprehensive of amalgamation, it never 
definitely condemned the practice, despite its apparent obsession 
for many years about the preservation of competition. It is 
probable that in more propitious times we should have marked 
the Midland Railway centenary in an appropriate way, but today 
it is sufficient to direct the attention of our newer readers to the 
special issue entitled ‘‘ The First Main-Line Railway,’’ which we 
published in 1938, and of which a few copies are still available. 
This contained, inter alia, an historical map and a “‘ genealogical 
tree’’ of the Midland Railway. 


Manchester Ship Canal Jubilee 


Although the first 71 vessels to navigate the Manchester Ship 
Canal entered the terminal docks at Manchester on January 1, 
1894, it was not until the following May 21 that the port was 
opened ceremonially by Queen Victoria. Because of the war, no 
official recognition of this jubilee has been found possible, and 
restrictions on describing wartime operations prevent adequate 
justice being done to the present value of the undertaking. As 
a practical proposition, the scheme dates back to 1882, and, 
with the strenuous support of the Manchester City Council, the 
Manchester Ship Canal Company was incorporated by Act of 
August 6, 1885. The canal is a waterway 35} miles long, 
navigable by ships up to 15,000 tons deadweight capacity. The 
present capital of the company is £21,000,000, and a substantial 
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stock is 


aiso a 


the 
railway 


part of the 
company is 


held by 
statutory 


Manchester Corporation. The 
company operating more 


than 200 track miles of line, and possessing 173 locomotives and 
6,300 wagons. 


Housing Permanent Way Staff 


In general, the British railway companies did not find it 
necessary to make any special provision for housing permanent 
way men in the days before the war, as accommodation in 
private dwelling houses could be obtained readily by those 
required to work away from home. There was an exception in 
the case of some isolated parts of Scotland, where mobile 
dormitories were and are still used, but, even in these cases, it 
was not the practice for the. railway company to make arrange- 
ments for feeding. War conditions have changed the position in 
two important respects. First, private lodgings have become 
almost impossible to secure, and, even when the men were able 
to find sleeping accommodation at private dwelling houses, they 


could not be provided with food because of food rationing regu 
lations. The effective wartime expedient of the L.M.S.R. to 
meet these sleeping and food difficulties of permanent way staff 
forms the subject of a short illustrated article this week, 
page 523. This describes briefly the mobile housing provisions 
which the company has made since the autumn of 1941. In 
ill, 12 vehicles are now in use, and the arrangement of the 
sleeping and cooking facilities bears obvious evidence of careful 
thought. The equipment, which we list in full, should prove of 
guidance to those needing to make similar provision 


Railway Goods Working in the U.S.S.R. 


On another page we publish an article from 
correspondent dealing briefly with various measures 


a well-informed 
which have 


been taken to increase the capacity of the U.S.S.R. Railways to 
deal with goods traffic, as a result of the demands of the Five- 
Year Plans of 1928, 1933, and 1938. Some of the information 
is presumably based on recent articles in the German technical 
press, but the fact that so little is published, comparatively, by 
the Soviet railway authorities renders any facts which may 
become available of more than usual interest. Although, because 
not only the railways but most of their users are State concerns, 


a certain amount of efficiency may be, and has been, achieved 
by the imposition of penalties for non-compliance with loading 
schedules, wagon-capacity regulations, and so on, it has evidently 
not been found possible adequately to control the construction 
and use of non-railway-owned sidings; and the criticism so often 
levelled at private enterprise, to the effect that its activities 
cannot be co-ordinated for the general benefit, would appear to 
apply equally to the public bodies which use the railways of the 
U.S.S.R. As our correspondent points out, however, it is to 
Soviet credit that, despite the unplanned development of mar- 
shalling facilities in earlier years under the old régime, the 
railways of Russia have well withstood the strain of war. 


Abandoned Lines in America 


1943 abandonments by [ 
checked considerably by 
Commerce Commission, 


During 
ines were 
Interstate 


}.S.A. railways of unprofitable 
conditions laid down by the 
concerning particularly com- 


pensation for staff displaced, and also by the changed circum- 
stances of road transport. Thus, whereas in 1942 lines aban 
loned amounted in length to 2,516 miles, in 1943 the figure 
was 1,096 miles. Nevertheless, 1943 was the twelfth consecutive 
vear in which abandonments have exceeded 1,000 miles; the 
total from 1932 to 1943 inclusive has been 19,929 miles. 
Between 1917 and 1943 inclusive lines closed have reached a total 
of 30,333 miles—an average of 1,123 miles a year, and repre- 
senting in the aggregate well over 10 per cent.’ of the railway 
route-mileage in the United States in 1917. One reason for the 
iccelerated abandonment in 1942 was the demand for track 
material and equipment for war purposes, in pursuance of 
which the War Production Board attempted to short-circuit the 


normal I.C.C. closing procedure by requisitioning the track of 


little-used lines; but joint action by the Office of Defense Trans- 
portation and the I1.C.C. helped somewhat to restrain these 
methods, and this was in part responsible for the reduced scale 


f closing-down in 1943. 


Mechanising Permanent Way Work 


Despite the restrictions placed on general railway 
by the demands for material for the armed forces, it is remarkable 
that more work ete ge for track use was obtained during 
1943 by the railways of North America than in any previous year 
of their history. The reason is, that this equipment is needed 
for the most part to provide a mechanical substitute for manual 


purchases 
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labour in unprecedented labour shortage conditions. During the 
past six years, the number of units of work equipment pur chased 
by American railways has risen steadily; from 1,376 units jg 
1938 it has grown to 3,547 in 1939, 5,414 in 1940, 8,007 in 194) 
7,612 in 1942, and 8,507 in 1943. In seven consecutive years the 
total has been 37,773 units, at a total cost of $53,500,000, bring. 
ing the aggregate investment in these labour-saving appliances ty 


about $120,000,000. During 1943, orders for motorcars for track 
inspection and other rail uses totalled 3,239; that saturation in the 
matter of sleeper-tamping equipment has not yet been reached 


is proved by the purchase of 504 complete sleeper- tamping out. 
fits, and 284 tampers of the unit type; 513 units of rail laying 
equipment were bought, including spike-pullers, bolt-tighteners, 
adzing machines, creosote-sprayers, rail-cranes, rail-grinders, and 
spike-drivers, and in addition 40 units of surfacing equipment, 
including power jacks, ballasters, and ballast-cleaners. Interest 
in extending rail life is seen in the purchase of 660 rail and flange 
lubricators, as compared with 545 in 1942. 


American Wagon Brakes 


Early in 1935 the Interstate Commerce Commission laid down 
that within a period of ten years all freight wagons in 
country equipped with the ‘‘K’’ type of continuous _brak 
should have substituted the more modern ‘‘ AB’’ type. A 
derailment which occurred on the Pennsylvania Railroad near 
Slope, Pennsylvania, on September 10 last, has brought int 
prominence the fact that this substitution is not proceeding with 
the speed necessary to make the ruling effective. Two wagons 
of a train of 120 empty bogie tank wagons were derailed on 
falling gradient, and two other trains passing on adjacent trac 
were involved by fouling the derailed wagons; due to lack 
adequate brake control, the accident had more serious effects 
than would otherwise have been the case. It appears that only 
10 of the 120 wagons were fitted with the ‘‘ AB’’ brake, and 
these were distributed through the train in such a way that the 
faster serial action and reduction of shock from initial application 
were not available to the train as a whole. All the wagons in 
this train were privately-owned by 18 wagon operators, and 
investigation shows that to date, with 85 per cent. of the I.C.C 
stipulated period expired, only 16-6 per cent. of the wagons 
operated by these companies have had the ‘‘ AB’’ brake fitted 
The Pennsylvania Railroad itself is considerably further forward 
with the substitution, as 60-6 per cent. of all its wagons is now 
equipped with the standard brake, though even this proportior 
is well behind the I.C.C. schedule. 


that 





The Collision on the Norwich & Yarmouth Railway 


Recent references to the work of Cooke 
graph on the Norwich & Yarmouth line in 1844 are a 
that his original system under which the condition of ever 
section was—or should have been—indicated at every station 
proved too cumbersome and costly and was replaced by ordinan 
needle telegraphs, combined with timetable rules. Attention was 
drawn to this by the disastrous head-on collision which occurred 
on a dark wet night between Norwich and Brundall on 
tember 10, 1874, resulting in the deaths of 4 enginemen and 21 
passengers. It had been the practice when the 5 p.m. expres 
from Liverpool Street was late—and it had arrived punctuall 
only seven times in twelve months—to telegraph to Brundal 
and order the up mail, which left Yarmouth at 8.40 p.m., t 
come on. The rules governing the sending of such a message 
required it to be signed by the Traffic Inspector at Norwic 
before being sent off or acted on, and the reply to it als 
On the night in question he directed a message to be got read\ 
ind, by the negligence of a telegraph clerk, it was dispatched 
the inspector’s name avas transmitted also. This justified Brun 
dall in sending the mail on. The down train arrived muc 
sooner than was expected and the inspector got it away. H 
then went to the office to telegraph the departure, and learnt 0! 
the blunder. Both trains were thought to have been moving at 
about 25 m.p.h. The drivers could have sighted each 
lights at about 320 yd No brake whistles were heard 
guards, but steam was found shut off on both engines. 


in installing the tel 





reminder 


Sep- 
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The Results of the Inquiry 


This accident created a great impression and was the subject 0! 
a special court of inquiry which heard 33 witnesses. It appeared 


that the telegraph message system had been in use on the 
single lines in the locality for some years, but had been improved 
during the last two years by the addition of what were called 
starting orders. These had to be filled up by the person it 
charge of a station and handed to a driver as his authority t 


enter a single line section. 
already well known 
Robertson, 


The train staff and ticket system wa: 
but the Superintendent of the Line, Mr. J 
thought it was too rigid for the traffic conditions om 
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ais particular section. There was no block telegraph, as now 
inderstood. The Brundall stationmaster had acted correctly, 
wt the court heard with astonishment that he was sometimes 
xsisted in dealing with messages by his son aged twelve! It 
yas impossible to establish with certainty one or two points in 
The clerk who sent the fatal message had four persons 
his office, who had no right to be there, and this 
ydoubtedly contributed to some misunderstanding with the 
aspector. The latter was certainly entitled to believe the 
message had not yet been sent. After this accident the G.E.R. 
troduced the train staff and ticket system fairly extensively 
ind, in due course, the electric tablet system. 


the Case. 
rlking 1m 


Hall’s Disc Signals on the Reading 
One of the most important railways in the U.S.A. to make an 
uly extensive use of automatic signals was the Philadelphia & 
Reading, which adopted the disc, or ‘‘ banjo,’’ signal introduced 
T. S. Hall, and favoured by several lines at one time, among 
hem the extensive Chicago & North Western system. These 
jgnals had the advantage of being totally enclosed against the 
eather, but the disadvantage of being liable to become obscured 
drifting snow. Their simplicity made them appeal to those 
who were not satisfied with the early designs of power-operated 
gmaphores. The Reading line, in adopting them as its stan- 
ard automatic signal, applied to its interlocking installations 
the principle, long followed by some French railways, the Nord 
urticularly, of maintaining the separation of block from inter- 


cking signals and mounting the two wherever this was 
equired. Thus on the Reading the interlocking signals were 
ually mechanically-worked semaphores, frequently with 


replacers added, and the disc block signals controlling the section 
snead were carried on the same post. It is a tribute to the work 
ne by Hall, that only during the last two years or so have 
gme of these original disc signals given place to colour lights, 
fer some 40 years’ service under main-line conditions. The 
French Midi and Paris Metropolitan lines once used these signals. 
Sas == 
light Tunnel for Locomotive Examination 
During wartime the need for keeping locomotives in service 
) the greatest possible extent is vital. On the other hand, 
nditions arising from the emergency, particularly the black- 
ut, make it more difficult to examine locomotives during the 
urs of darkness, when normally they can be released with the 
ist interruption in service. In many cases, locomotives arriving 
t depots after dark are required in traffic before daylight. To 
vercome the difficulties presented to a thorough and speedy 
xamination of these locomotives under blackout conditions, the 
ondon & North Eastern Railway has installed, experimentally, 
‘light tunnel’’ at an important locomotive depot on the 
East Coast main line. This is the first of its kind in this 
untry and it is so arranged that an engine arriving during the 
ght can be examined in it under completely floodlight condi- 
ms. On page 524 are published some details and illustrations 
f the building, which is intended as a wartime measure and 
t as a permanent structure. Nevertheless, the value of the 
ght tunnel may not cease with wartime conditions. 


AA.R. Journal Bearings 


The extent to which co-operation exists between different rail- 
ways on matters of standardisation—in this case journal bearings 
or freight vehicles—is shown in a recent issue of the Proceedings 
f the Canadian Railway Club, which contains an address by Mr. 
J. R. Jackson, Engineer of Tests on the Missouri Pacific Lines, 


m ‘‘ The A.A.R. Journal Box Assembly in Freight-Interchange 
‘rvice.’’ Every detail of the design was carefully considered 
y Mr. Jackson, who gave some valuable comments on the 


haviour of the various components in service and on the pre- 
ention of hot boxes. He then described in some detail the 
A.A.R. emergency design of wagon journal bearing which was 
ut forward in May, 1942. A reduction in the nominal thick- 
tess of both crown and lining was permitted, and an increase 
1 the lead content (with corresponding reduction in copper) was 
ade in the specification for the bronze back. A weight saving 
{ between 12 and 20 per cent. was achieved. Thousands of 
these bearings had gone into service by the summer of 1943, 
nce when the railways had handled the greatest business in 
their history, in the face of unparalleled adverse conditions. The 
etformance of the emergency design was very carefully watched, 
md a survey of 12,300 bearings-in-scrap at several widely sepa- 
fated repair shops was made; 9,000 were of the pre-war type and 
3300 of the emergency type. The general opinion was that the 
‘mergency design had behaved well, though it was rather early to 
make direct comparisons with the pre-war type; but laboratory 
md road tests indicated that it represented the first overall 
advance in railway wagon journal bearings for many years. 
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Railways, Shipping, and Post-War Civil Aviation 


N May 10 the Marquess of Londonderry initiated an impor- 
tant debate in the House of Lords in which he sought to 
secure from the Government a statement on various aspects of 
the post-war development of British civil air transport. The 
occasion gave an opportunity to Lord Essendon and Lord 
Winster to stress the point that the shipping industry of this 
country is in an advantageous position to contribute to the 
development of air services and possesses the necessary resources 
for that purpose. 

Referring to a statement by Lord Beaverbrook, who spoke 
for the Government, that there is no statutory provision pre- 
any concern from operating British air lines overseas so 
long as that concern conforms to airworthiness and other regu- 
lations, he pointed out that this remark needed qualification. To 
enable the shipping companies to make any headway at all, it 


venting 


was obvious that landing rights in foreign countries could not 
be secured without the approval of the Government, and he 
urged them no longer to withhold their full sanction and sup- 
port from prospective operators of overseas air transport services 
who are prepared to undertake such services without a subsidy. 
In particular, he referred to a group of five steamship com- 
panies which desire to operate an air service to South America. 

Turning to the group of companies operating steamboat ser- 
vices from Great Britain to the Continent, he argued that the 
development of air services in this area had become so vast a 
project and involved so many ramifications that it would be 
highly undesirable to trust it to any one organisation. He 
claimed there was scope in this sphere for so great a diversity 
of enterprise that anything of the kind of a national monopoly 
might well restrict the growth of British services and encourage 
undue competition from the continent. He suggested that there 
was room for air services operated by both shipping companies 
and the railways in which a healthy rivalry would take place, 
tempered by some method of licensing which would enable cut- 
throat competition to be avoided. 

Lord Kennet (a Director of the Southern Railway Company) 
then outlined the views of the railway companies as to their 
participation in post-war civil aviation. He pointed out that 
the railways were concerned only with a fairly limited sphere, 
that is, internal routes in Great Britain, to Ireland, the Isle of 
Man, the Channel Isles and, to certain places within the Conti- 
nent and islands of Europe, extending approximately to a_line 
drawn through Stockholm and Budapest to which Parliament in 
1939 authorised them to fly. Up to the outbreak of war they 
had made only limited use of their powers, but in justification of 
their claim to extend their pre-war services to the Continent 
for the purpose of providing a co-ordinated service between 
Great Britain and Western and Central Europe, he pointed out 
that the railway companies are now great corporations for the 
development of all sorts of transport. They have taken an active 
part in the development of road traffic, of shipping companies 
and ferries across to the Continent; created great docks and har- 
bours for shipping, and hotels for passengers. They are thus in 
1 good position, indeed the only undertakings in the position, 
to co-ordinate the old and new means of transport. 

He mentioned that, previous to the war, the railway com- 
panies had invested £500,000 in air companies and had incurred 
development expenditure exceeding £300,000. In 1939 approxi- 
mately 80 per cent. of the total route mileage licensed for air 
transport was operated by the railway companies through the 
instrumentality of 16 air transport companies, whose activities 
were co-ordinated by a managing committee. During the war 
certain of their services have been maintained for national 
reasons, and since 1940 the railways’ air transport organisa- 
tion has operated 6,000,000 aircraft miles with a standard of 
regularity of 95 per cent. Further, by reason of their very 
extensive experience of operating cross-channe] services, the rail- 
ways have built up a knowledge of the customs and practices 
of continental countries which are an essential pre-requisite in 
connection with the development of air travel. Also, they have 
had many years’ experience of handling mails for the Post Office 
and their skilled staff could deal efficiently with air mail. 

Finally, he summarised the intentions of the railway com- 
panies on the understanding that there is to be a fair field and 
no favour, as follows: The railways will exercise all the powers 
already given them under their Acts of 1929. They will extend 
and improve those powers to the utmost extent to fulfil every 
condition which might be required by the Air Ministry and to 
meet the whole demand of the public travelling by air, either 
passenger or mail services. They will co-ordinate, as they alone 
have the power to do, the means of air transport with all other 
existing means of transport under their control. They will 
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co-operate with the shipping companies in respect to the long- 
distance routes, and they will not only co-operate, but have 
already co-operated, with the short sea shipping companies as 
to plans for Continental traffic. 

In co-ordinating the means for transport the railways will 
give no preference to one form of transport over another, but 
will develop them altogether for the benefit of the public and 
will give no preference to their railways in comparison with 
the air. They will find the whole of the capital necessary for 
the provision of services required and will ask for no subsidy, 
preference or advantage over any other company. All they ask 
is to be allowed to compete on equal terms with other organi- 
sations so that they may use their best endeavours to provide 
the air services which the public requires. With these conditions 
in mind he urged the Government to indicate that it would be 
prepared to welcome all undertakings which could assist in this 
desirable object. 

Lord Denham supported these representations and asked 
whether the railway companies were going to be allowed to 
compete on these Continental services or whether they were 
going to be shut out when civil aviation plans are put into 
effect at the end of the war. Viscount Trenchard also supported 
the proposal that shipping, railway and aviation companies 
should be put on an equal basis for the operation of post-war 
civil air services to the Continent, but suggested that the com- 
panies should be licensed by the Government to operate specified 
routes to prevent the incursion of ‘‘ mushroom ’’ companies. 
Lord Balfour of Burleigh then made the point that the railways 
could not make plans for post-war aviation services without the 
knowledge that the Government would support them in nego- 
tiations for landing grounds and in securing aircraft. 

Replying for the Government, Lord Beaverbrook explained 
that Parliament created the British Overseas Airways Corpora- 
tion in 1939 as a ‘‘ chosen instrument’’ to provide overseas 
air services on a_subsidy basis. He expressed doubt as to 
whether the shipping and railway companies were prepared 
to provide without any subsidy the air services previously 
given, or proposed to be given, by the corporation, or whether 
they only intended to provide services on routes which were 
likely to give the highest remuneration. He suggested, there- 
fore, that the shipping and railway companies should submit 
for the Government’s consideration full particulars of their 
proposals for the post-war operation of overseas or Continental 
air services. Decisions could then be taken on these projects 
by the Government which would enable plans to be formulated, 
although at the moment there are no aircraft, personnel or 
ground staff available for any such proposed services. As to 
internal air services, it would be necessary to continue these on 
the present lines so long as military considerations made this 
necessary. So far as the long-term policy is concerned, the Air 
Ministry had under review the form of organisation, the plan- 
ning of routes and questions of aerodromes, equipment and 
ground organisation on which the Secretary of State for Air 
hoped to make a statement in the near future. 

An official statement issued by the railways on Monday last 
stated that the railway companies had noted with satisfaction 
the statement by Lord Beaverbrook that the Government was 
willing to consider detailed plans of the railway companies for 
post-war air services within this country and to the Continent 
of Europe. In conformity with the offer by Lord Kennet that 
the railway companies would provide on equal terms with other 
operators comprehensive air services without subsidy, the rail- 
way companies accepted the suggestion made by the Lord Privy 
Seal and would put their proposals before the Government at 
the earliest possible moment in such detail as at present 
practicable. 

sco 


Railway Charges and Costs 

RTICLE 33 of the Railway Control Agreement provides that 
Government control of the railways will be continued for a 
minimum period of one year after the cessation of hostilities 
and that, before control comes to an (that is, before all 
statutory rights and obligations as they exist at that time again 
apply to the statutory undertakings), time will be given for the 
operation of any statutory machinery governing the level of 
charges. The term ‘‘ cessation of hostilities’’ has yet to be 
defined and, in any case, it has to be determined whether the 


end 


phrase means the cessation of hostilities with Germany or with 
Japan. Whichever it may prove to be, one of the major con- 
siderations likely to arise is that of the relativity of railway 
charges to costs 

The Select Committee on National Expenditure in its White 
Paper, reviewed in our columns on March 31, drew attention to 
the fact that the expenditure on salaries and wages and coal, 
‘which are the heaviest items, apart from maintenance charges, 
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in the operating costs of the railways, had risen in 1942 py 
nearly 40 per cent. and over 50 per cent. respectively compared 
with 1938. Since that date further advances in salaries ang 
wages and in the price of coal have been responsible for , 
material increase in these percentages. Railway charges, hoy. 
ever, have not been increased proportionately as, although ip 
May, 1940, they were increased by 10 per cent. and in December 
1940, this increase was raised to 16% per cent., with the 
exception of workmen’s fares, season ticket rates, and so op. 
the Government subsequently decided that in connection with its 
policy of stabilising wages, no further increases should be made 

It is not surprising, therefore, that attention is being directed 
to this important matter, particularly in the light of the Chap. 
cellor of the Exchequer’s decision that it would be wrong in the 
light of rising costs to bind himself to a rigid adherence for ap 
indefinite period of time to the level at which prices stood jp 
April, 1941, when the Government’s stabilisation policy was 
inaugurated. In these circumstances, having regard to the 
higher domestic costs of production, and also to import costs 
he indicated that he proposed to substitute a range of 30 to 35 
per cent. for the cost of living index over pre-war for the 
25 to 30 per cent. laid down by his predecessor in 1941. This 
he suggested, would be a better and more stable relation to the 
current facts of wages and prices at home and abroad. This 
immediately gives rise to the query whether some increase should 
now be made in railway charges to make them more nearly 
equate the level of increased costs. 3 

Although it is far too early to prognosticate with any degree 
of accuracy the level of post-war traffics, it is a reasonable 
assumption that their volume will not yield sufficient revenue 
to offset the whole of the increased costs. Shortly after the close 
of the last war it was necessary for the Government to increase 
railway rates and charges by amounts ranging from 50 to 100 
per cent., plus certain flat-rate additions. 

Sooner or later some decision must be taken as to the present 
level of railway charges and, in view of the Chancellor’s announce- 
ment, it is a question whether it would not be preferable to 
make some upward adjustment in the near future rather than 
postpone action until after the close of hostilities. On the freight 
side it could be argued that as the Government is interested in 
the great bulk of the traffic passing, any increase would, in 
effect, be largely a ‘‘ paper ’’ transaction, but a similar contention 
does not apply to passenger traffic. There is, of course, a good 
deal to be said for and against such a proposal and important 
national issues are involved. There can be little doubt, however, 
that ultimately some closer correlation of railway charges and 
costs will be essential if the railways are to operate on a self- 
supporting basis after the war. 


Recent Concrete Sleeper Research 


ROM time to time circumstances make it desirable to consider 
radical changes in the design or composition of standard 
railway materials. Twice within recent years such a_ position 
has been reached with respect to the railway sleeper, which in 
any given year constitutes, in the aggregate, the largest of all 
the timber requirements of a British railway. Some years ago, 
at a time when steelmakers in Great Britain were facing a serious 
loss in export trade due mainly to the growing steel self: 
sufficiency of the Dominions, an endeavour was made to create 
a demand for steel sleepers as a substitute for timber, and 
extensive trials were instituted, but with little ultimate success. 
Today it .is the shortage of timber, due to war conditions, that 
has compelled careful consideration to be given to the possibility 
of evolving a satisfactory reinforced concrete sleeper for railway 
use, a matter which has received some attention for thirty years 
but only now has reached a stage which must be considered as 
urgent. Since 1942 a series of experiments with concrete 
sleepers, conducted jointly by the Department of Scientific & 
Industrial Research, and the London Midland & Scottish Rail- 
way, has been in progress on one of the latter’s main lines 
carrying a fast and heavy traffic, and the results of these experi 
ments were described in two papers read on May 16 before the 
Railway Engineering Division of the Institution of Civil 
Engineers, by Dr. F. G. Thomas, Ph.D., B.Sc., A.M.Inst.C.E. 
representing the Department, and Mr. F. C. Johansen, M.Sc. 
M.I.Mech.E., F.R.Ae.S., M.I.Loco.E., representing the railway, 
the main conclusions of which are summarised herewith. 

The two lines of research were parallel, but independent. The 
Building Research Station, to which the Department of Scientific 
& Industrial Research delegated its share of the work, concet- 
trated on a study of the forces to which a concrete sleeper 3 
subjected, rather than the effects of those forces, and so fat 
has investigated the load transmitted from the rail to the chair, 
called the ‘‘ chair reaction,’’ and the distribution of pressurt 
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of the ballast reaction under the sleeper. As these factors appear 
to be independent of the particular designs of the various types 
of sleeper, the paper read by Dr. Thomas made limited reference 
only to design details. The aim of the research described by 
Mr. Johansen, however, was directly related to the types of 
sleeper under trial. It was, first, to study the actual effects of 
high-speed passenger traffic on commercially-manufactured con- 
crete sleepers, and to gain ideas as to the strains imposed and 
the causes underlying defective sleeper performance; then to 
appraise the features of design of the sleepers under trial and 

§ the service stresses with which designers must contend; and, 
finally, to observe the lateral stability of track laid on concrete 
seepers and tq ascertain whether any serious increase of rail 
stress is likely if these sleepers crack in service. A total of 
120 concrete sleepers, of five designs, has been under test, with 
95-lb. bull-head rails, in 60-ft. lengths, laid in keyed chairs. 

To some of the lines of enquiry satisfactory and fairly con- 
cusive answers obtained. It was found that concrete sleeper 
track consolidated well and quickly under traffic, and that lateral 
movement on straight track under fast trains was negligible. 
Stresses in bull-head rails on straight track were not appreciably 
affected by the use of concrete sleepers, even when the latter 
were visibly cracked; and even when sleepers had become 
griously cracked during the trials, it was found that the rein- 
forcement held the sleepers well together and that gauge was 
satisfactorily maintained. Indeed, the track was not considered 
as seriously defective when several cracked sleepers were adjacent 
to one another. In some concrete sleepers the chief cause of 
failure is disintegration of the upper concrete surface immediately 
under the chair; cracking between the chairs, due to excessive 
stress, is less serious. For this reason both manufacturing 
methods and the materials used are of great importance; such 
details as accurate disposition of the reinforcement, adequate 
cover, size of aggregate, quality of cement, and mixing, placing 
and vibration of the concrete, all demand close attention. 
Through bolts are superior to coach-screws for holding down, 
and cushioning pads between chair and sleeper are essential. 

As the performance of concrete under tensile strain is a critical 
factor in the design of the ideal sleeper, such stress-concentrating 
features as abrupt changes of section, or lightening slots, are 
detrimental; sharp edges are easily chipped and the resulting 
stress-concentration tends to initiate cracks. A greater depth 
of section in the sleeper would be valuable, but the difficulties 

% caused by increasing the already heavy weight of the concrete 
deep r are a serious deterrent; the depths suggested are 5} in. in 
sidings, 6 in. in second-class main lines, and 6 to 6} in. in first- 
class main lines. As unduly short sleepers are subject to hogging 
in the middle, and long sleepers may suffer from end-bound 
conditions, resulting in cracks beneath the chair, the ideal length 
is considered as 8 ft. to 8 ft. 3 in., increased to 8 ft. 6 in. in 
the case of pre-stressed sleepers. The width should not be less 
than 10 in., though reduction of cross-section in the centre of 
the sleeper is permissible. The greater severity of stress suffered 
at the running-on end of a rail length suggests the desirability 
of a special design of joint sleeper, and possibly of a modified 
design of joint. Chair reactions varying from 1 to 22 tons at end 
sleepers and 1 in 20 tons at other sleepers, with averages of 5-3 
and 5-0 tons respectively, were measured under locomotives and 
tenders with average wheel loads of 8-1 tons, and the analysis of 
many measurements leads to a recommendation that in first-class 
tracks the chair reaction to be assumed in design shall be not less 
than 12 tons for joint sleepers and 10 tons for ordinary sleepers, 
except in the case of pre-stressed sleepers, of which the design 
should be such thatthe maximum tensile stress induced by achair 
reaction, of 22 tons does not exceed half the modulus of rupture 
of the concrete. 

It was found that, of all the variables that influence the 
stresses in a sleeper, the support given by the ballast has the 
greatest effect; more so, indeed, than effects induced by engine 
weight, hammer blow, and differences in the design of the 
sleepers under trial. Ditching in the centre of the four-foot was 
tried, but certain disadvantages of this method later manifested 
themselves, and it was later abandoned in favour of the usual 
fat bed. A condition of packing which for wood sleepers might 
be regarded as better than average was found to lead to twofold 
and even threefold variations of stress in concrete sleepers, and 
showed that the latter demand more attention in maintenance 
than wood sleepers, although because of the greater stiffness of 
the concrete sleeper such a need would not be readily apparent 
to the men engaged on track maintenance. None of the tensile 
stresses measured in the steel reinforcement, nor compressive 
stresses in the concrete, of the five types of sleeper tried, 
exceeded the appropriate static strength of the material, but 
many of the tensile stresses deduced for the concrete were exces- 
sive, and made it clear that close attention to design would be 
lecessary, to withstand both the isolated extreme stresses that 
May cause immediate fracture and the more numerous smaller 
stresses that may lead ultimately to fatigue failure. It was also 
hoted that sleeper stresses appear to increase in more than simple 
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proportion to increased train speeds, suggesting that concrete 
sleepers to carry future high speed traffic will need to be cor- 
respondingly stronger than those which have been under trial 
in the present investigation. 


The Pullman Anti-Trust Suit Decision 


HE Federal Court of the United States on May 7 gave judg- 
ment in the suit brought by the Federal Government 
against the Pullman group of companies, consisting of Pullman 
Incorporated and its wholly-owned subsidiaries, namely the 
Pullman Company, which operates the sleeping-car service, and 
the Pullman Standard Car Manufacturing Company, which builds 
the cars, as well as one smaller associated undertaking. This 
in the main, the findings of the District 
Court of Philadelphia that by practically complete occupancy of 
its field (operation of sleeping-car service) the Pullman Company 
thereby became an illegal monopoly under the Court’s interpre- 
tation of the Sherman Anti-Trust Act. In view of those findings, 
the District Court had prescribed that the business of building 
sleeping cars should by appropriate procedures be separated from 
the business of operating sleeping cars. A supplementary opinion 
was pronounced by the Court on January 12, 1944, giving specific 
prescriptions as to the method of separation. It refused to 
accept the Government’s proposed requirement for sale of the 
manufacturing business by some process of competitive bidding, 
and instead prescribed that Pullman Incorporated should have 
a reasonable time, say three months, to explore the possibilities 
and to provide a plan for the separation of either the manufac- 
turing business or the sleeping car operating business, at its 
option, and should have an additional period, perhaps a year, 
to effect it. The Federal Court has now ordered the Pullman 
group to decide within 90 days whether it will give up the 
sleeping car operation business or the car manufacturing business, 
and to file a separation plan within a year. Reference to the 
findings of the District Court was given in an editorial article 
in The Railway Gazette of May 5. It was clear from those 
findings that Pullman did not at any time engage in predatory 
practices nor take any action to oppress or impede the business 
of any other sleeping car company. 

At about the same time as the delivery of the final judgment 
of the Federal Court the report of Pullman Incorporated for the 
year 1943 has been published. In referrring to the Anti-Trust 
suit the report states that the Pullman system of sleeping car 
service developed naturally and inevitably as the result of the 
economic advantages offered by this unified steadily-widening 
travel service, just as similar economic forces have created the 
countrywide telephone system and have recently caused the 
welding of the separate telegraph services into one system, the 
latter with specific statutory approval by the Federal Govern- 
ment. It is added that this long assault upon the Pullman 
group of companies has interfered, and will inevitably continue 
to interfere for at least a year, with full efficiency of the organi- 
sation in the important part these companies play in the war- 
time transport of troops and civilian travellers and in the large- 
scale production of munitions for the armed forces. 

A total of roundly 26,000,000 miles of military and civilian 
passenger travel was provided in 1943 by the fleet of cars 
making up the Pullman pool. These cars accounted for approxi- 
mately 30 per cent. of the total passenger-miles of traffic on 
American railroads during the year, although the pool, with 
7,121 Pullman-owned cars on December 31 last, represented only 
about 25 per cent. in number, and 11 per cent. in normal 
passenger-carrying capacity, of all railway passenger-carrying 
equipment. Approximately 12,000,000,000 of the passenger 
miles performed by Pullman were in carrying organised bodies 
of troops. Some traffic and operating statistics are compared 
for the past two years in the accompanying table :— 


1942 1943 

Revenue passengers 26,062,549 32,631,899 
Operating revenue $99,722,785 $124,960,365 
Expenses = $93,235,511 $120,639,898 
Net carrier earning $6,487,273 $4,320,467 
Average revenue per car $15,659-99 $17,609 -97 
Average revenue per passenger an $3: $3-83 
Average net earning per passenger . one a3 $0-25 $0-13 
Average mileage per car 168,225 172,305 
Average journey per passenger (miles) 732 793 

17-80 21-18 


Average passengers per car ... 


The manufacturing business produced a net earning of 
$4,644,572 in 1943, compared with $2,959,315 in 1942. Divi- 
dends paid on each share in the whole undertaking were $3 in 
both years. In open competition Pullman-Standard received in 
1943 an order from the Defense Plant Corporation for 1,200 
special troop sleeping cars with a three-tier berth arrangement, a 
record for the country. 
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LETTERS TO THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


Midland Railway Centenary 


40, Edentield Gardens, Worcester Park, 


Surrey. May 8 
To THE EpiTor oF THE RAILWAy GAZETTE 
Sir,—I hope you will not let the day May 10, 1944, pass 


unrecorded in The Railway Gazette. 

On that day one hundred years ago, the Act of Amalgamation 
(7 and 8 Vic., cap. 16) was passed whereby the North Midland, 
Midland Counties, and Birmingham & Derby Junction Railway 


Companies were dissolved and incorporated in the Midland 
Railway Company—which besides being the most ubiquitous 


railway in the country, was a pioneer in several respects and one 
to which the travelling public had many reasons to be grateful. 
The Midland Centenary brings to mind such names as George 
Hudson, John Ellis, Sir James Allport, Edward Shipley Ellis, 
Matthew Kirtley, Samuel Waite Johnson, and a host of other 
Midland men who served the company so well in their respective 
spheres. 
Yours faithfully, 
V. STEWART HARAM, 
Capt. R.E. 
See editorial note, page 513] 


European Tourist Travel after the War 
206, High Holborn, 





London, W.C. May 15 
To THE EpIToR or THE RAILWAy GAZETTE 

Sir,—With reference to my article ‘‘ Possibilities of Tourist 
Travel after the War’’ that you published in your June 18, 
1943, issue, it may interest you to know that I have received 
tiie following letter from Dr. G. A. Wilczek, of the Swiss 
National Tourist Office. The letter was posted in Zurich on 
March 3 last :— 

‘‘In the reports of the Swiss Tourist Association there was 
recently an extract from your article, which was published in 


June last in The Railway Gazette with reference to the post-war 


problems of tourism. This article has met with the greatest 
interest of the Swiss tourist experts. Although your way of 
looking at the possibilities of tourism after the war is by all 


means right in many ways, it has received some comments which 
I think you would like to know. In the first place we don’t 
think that on the Continent it will take three years or more to 
put things in order again. We are of the opinion that 12 to 
18 months at most will see most of the countries of Europe ready 
to receive tourists, having accomplished in that time the major 
portion of the necessary reparations. The thought that you 
express, namely, that many of the European countries may 
possibly put their tourist business under Government control, 
similar to the pre-war organisations of Intourist, MER, CIT, 
CET, ORBIS, Putnik, etc., cannot be agreed to. This not only 
applies to Switzerland, but generally to all Central Europe, 
inasmuch as these organisations did not exist before the Nazi 
regime. One would think that freedom in trade, just as much 
as in political thinking, is part of the Atlantic Charter. The 
supremacy of the Government in all forms of commerce, industry 
and trade, must not last longer than absolutely necessary to 
effect the changes from war to peace. This especially applies to 
the travel business, where private initiative has proved much 
preferable to all official enterprises. Last, but not least, there 
is the question of free money transfer from country to country. 
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This is of main importance. If we should start again from where 
we have so ingloriously finished before the war, which is a 
money restrictions, rules and laws, which prohibited travelling 
freely over the borders, then we really shall have to wait 3 
very long time before a real travel season will make railways 
hotels, airways and transport companies pay. It is certainly 
one of the tasks of the allied nations to guarantee free trade anq 
traffic. The immigration laws of pre-war times have been the 
cause of a great deal of discomfort to the peoples and to ap 
extent were also one of the reasons for the present war.’’ 
Yours faithfully, 


SHIRLEY JAMES, 
Passenger Manager, Pickfords Limit-d Travel Agency 
New Tilling Trade Mark 
The Tilling Association Limited, 
15, Curzon Street, 
London, W.1. May 12 
To THE Epiror or THE RaAILWAy GAZETTE 
Str,—Your readers may be interested to hear of the intro- 


duction to the travelling public this week of a new trade mark 
(shown herewith) for the Tilling Group of 
Companies. 

In 1847—nearly a century ago—Mr 
Thomas Tilling started in business with a 
one-horse fly. Today Thomas Tilling 
Limited is responsible for the manage. 
ment of the undertakings known as the 
Tilling Group of Omnibus Companies, one 
of the largest road transport concerns in 
the country. Over 7,600 vehicles are 
operated on services in different parts of Great Britain, between 
Edinburgh and Lands End. 

The rapid development of road transport in this country has 
been an outstanding feature of the economic life of the past 





century. The old established yet progressive firm of Thomas 
Tilling Limited has been consistently to the forefront in this 


connection. 
Yours faithfully, 
E. DOWSETT, 
Deputy Publicity Manager 


Railways and Air Transport 


London, E.C. 
RAILWAY GAZETTE 


May 13 
To THE EpITtor oF THE 

Sir,—The editorial on page 485 of your May 12 issue defining 
the attitude of the railway companies towards civil aviation con- 
tains one sentence which is not happily worded and _ indeed 
seems to be superfluous. You say that it is not the companies 
‘‘ intention to ‘ strangle’ civil aviation in any form, but rather 
to permit it to develop as a part of the general transport 
system.”’ 

“When the railways were granted fairly wide air powers in 
1929, Parliament was satisfied that the companies, far from 
attempting to cramp aviation, would take active steps to develop 
air services. At the present stage the companies should make it 
clear that they propose to use their air powers with the same 
enterprise as they have always shown in exercising _ their 
authority to run steamships and train ferries. An apologetic or 
half-hearted approach to the discussion of future policy will not 
answer. 

Yours, etc., 
‘* EAST ANGLIAN’ 





mation regarding the Class I railways of 























Publications Received 


Coming of Age of Railway Grouping : 
G.W.R., L.M.S.R., L.N.E.R., S.R. Lon- 
don: The Railway Gazette, 33, Tothill 
Street, Westminster, S.W.1. 84} in 54 in. 
64 pp. Illustrated. Paper covers. Price 
2s. 6d. net.—Paper restrictions precluded 
The Railway Gazette from publishing a 
special issue in commemoration of the 
twenty-first anniversary of the four main- 
line railway companies, formed by the 
merger on January 1, 1923, which was 
celebrated at a luncheon held on December 
22 last year. Instead, the whole of one 
issue, apart from regular features, was 
devoted to the circumstances which led to 
grouping, and a description of the develop- 
ment of the railway system under the 
present régime. The text of the present 





booklet, in the main, is a reprint of this, 
but opportunity has been taken to include 
certain additional information in the book- 
let. A report of the speeches at the twenty- 
first anniversary luncheon is included, and 
many of the congratulatory messages re- 
ceived by Sir Ronald Matthews, Chair- 
man of the Railway Companies Association, 
are reproduced. Four maps showing the 
main constituent companies of each of the 
present group system are given. 

A Yearbook of Railroad Information, 
1943 Edition. Prepared by the Western 
Railways’ Committee on Public Relations. 
New York: Published by the Eastern 
Railroad Presidents Conference Committee 
on Public Relations, 143, Liberty Street. 
6in. x 4in. 96 pp. Gratis.—The purpose 
of this booklet, as of its predecessors, is to 
make available authoritative public infor- 


the U.S.A., and it does this in a surprisingly 
comprehensive way in war conditions. 
Nevertheless, reasons of national security 
have caused less information to be given 
this year than in previous editions. The 
familiar tables are revised in most cases 
to include totals for the year 1942, some of 
which are outstanding. In that year, 
wagons loaded totalled 42,818,739, a figure 
which, although the highest in recent years, 
is substantially below 1918, and 1926-1930 ; 
but the revenue freight tonnage originating 
(1,421,187,134) is the highest of any of 
these years, indicating more heavy loading. 
The proportion of goods vehicles in need 
of repair is down to 2-8 per cent.—a re- 
markably low figure. This is a booklet 
of proved utility and we welcome its con- 
tinued appearance. 
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The Scrap Heap 


A name prominent in the railway history 
of this country is that of the Fowler 
family. The story began when Mr. 
Charles Fowler, civil engineer and _ sur- 
veyor, of Leeds, and a builder of turnpike 
roads, married in 1826 the youngest 
daughter of Mr. William Mountain, a 
leading coach proprietor, of the Saracen’s 
Head, London. Soon Charles Fowler was 
controlling the 600 coaches and the work- 
shops of William Mountain, but with the 
coming of the railways the former, shrewd 
and farseeing, transferred his energies and 
abilities to ‘‘the new invention.’’ He 
became engaged in surveying and con- 
structing some of the first British lines, 
and, had it not been for his untimely death 
in 1845, which left six of his railway 
schemes unfinished, Charles Fowler might 
have taken a yet higher place in that 
branch of engineering. 

His son, Henry, was only 14 at the time 
of his father’s death, but had imbibed his 
enthusiasm for the steel highway. He had 
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watched his father at work and had been 
inspired by his ideas and his tremendous 
drive and energy. For a time Mr. Henry 
Fowler was concerned with engineering 
work for the Leeds Corporation; but he 
was soon to carry on the family tradition. 
In 1860 he became Surveyor for the 
L.N.W.R., the service of which company 
he eventually left, but continued his rail- 
way activities on an extensive scale. He 
undertook engineering surveying for the 
G.C.R., G.N.R., L.N.W.R., N.E.R., and 
other railways, and was acclaimed by the 
Surveyors’ Institute as one of the most 
eminent civil engineers and surveyors of 
his generation. , 

When Henry Fowler had finished his 
work, there was a third generation to 
continue the Fowler saga. His son, Mr. 
Herbert Fowler, who is now Assistant 
Civil Engineer, Stoke, L.M.S.R., found 
scope for further activities across the seas 
in the war of 1914-18. As a Captain in 
the Royal Engineers he built railways over 
the sandy tracts of the Sinai Peninsula 
rom Kantara to Jerusalem, Jaffa, and 
Haifa, and became District Engineer to the 
Palestine Military Railways. He was 
concerned also with the building of the 
famous swing bridge over the Suez Canal 
mm 1917. 

Mr. Herbert Fowler has no sun to carry 
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on the family tradition, but at 54 years 
of age he is not yet due for retirement. 
Among his family heirlooms and railway 
relics are the personal memoirs of his 
grandfather and his father; a copy of the 
first railway guide issued by his grand- 
father (Fowler's Ratlway Traveller's 
Guide, of which both the first and 
second editions were published in 1838); 
and a model of the renowned Rockingham 
Express, the road coach which was the 
last of the London-North coaches operated 
by Charles Fowler. 


* * * 


FREE TRAVEL FOR V.C.s 

Mr. Cooper, Premier of Queensland, 
announced at a State luncheen to Private 
Kelliher, V.C., that the Government would 
present life passes on the Queensland Rail- 
ways to Queensland winners of the V.C. 
in this and the last war, states a Reuters 
message. 


* * *x 


You Can’tT BE Too CAREFUL 

A lighted cigarette-end, which a 
passenger accidentally threw on a box 
belonging to another passenger, was the 
cause of an explosion on the down Punjab 
Mail, Great Indian Peninsula Railway, on 
April 4; the explosion occurred when. the 
train was travelling between Jhansi and 
Gwalior, and two passengers were killed 
and six injured. Presumably the contents 
of the box will never be known. 


* * * 


THE DIAMOND JUBILEE OF U.S. Ratt LINK 

The Diamond Jubilee of the linking of 
the east and west coasts of America by 
rail were celebrated at Ogden, Utah, on 
May 10. At the anniversary fete there 
were six eyewitnesses of the ceremony at 
which Governor Leland Stanford, of 
California, took the first swing at the 
golden spike which joined the  cross- 
country line. The United States Postal 
Department issued special railway stamps 
to mark the occasion. 

+ * * 


BLAMING THE RaiLways AGAIN! 
THERE WOULD NOT BE A GENERAL ELECTION 
IN EIRE—IF MR. COOLE’S TRAIN HAD BEEN 

FIVE MINUTES LATE 

The fate of Mr. De Valera’s Government 
was decided by one man, and had his 
train arrived five minutes later in Dublin 
there would be no General Election. 

He is Mr. J. J. Coole, who represents 
Cavan. He went by car from the railway 
station to the House just in time for the 
vote which he cast against the Govern- 


ment.—From the ‘‘ Evening Standard.”’ 
* = * 


TAILPIECE 
(Certain railway stockholders desive the 
appointment of younger directors) 


When rail directors old in years 
Yet keep their health and vigour, 
They work as well as younger folk 
And cut as good a figure. 

Why limit then their service, why 
Demand their resignation, 

When they are able still to cope 
With any situation? 

Experience is the vital thing 

In railway operation, 

And wisdom only comes with years 
Of practised observation. 


So let the ‘‘ old boys ’’ carry on 
With calm yet bold prevision, 
And hold the reins till younger men 
Return to make revision. 

W. E. N. 
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OVERSEAS RAILWAY AFFAIRS 


(From our correspondents) 


EGYPT 


Post-War Transport Development 

The post-war development of all forms of 
transport is the subject of particular atten- 
tion in Egyptian Government circles. It 
is stated that railway connections between 
Cairo and Port Said, and between Cairo and 
Alexandria, are to be improved ; and that 
the last-named port is to be developed, at a 
cost of some £E.3,000,000 by the extension 
of railway and unloading facilities, and by 
the deepening of the main basin. The 
construction, near the main railway station, 
of a large hotel, and the modernisation and 
enlargement of the airport also form part of 
the programme to be carried out at Alexan- 
dria, the realisation of which is to be spread 
over ten years. In connection with air 
transport, a credit of £E.500,000 was voted 
recently by the Egyptian Parliament ; but 
it is believed that the whole of this amount 
will not be devoted to the construction, or 
extension and modernisation of existing, 
aerodromes. 


WESTERN AUSTRALIA 


Financial Results 

For the quarter ended December 31 last 
there was a reduction of £19,400 in earnings, 
and an increase of £109,839 in working 
expenses, of the Western Australian Govern- 
ment Railways. For the six months ended 
the same date, earnings increased by 
£69,700 and working expenses by £309,300. 
The net results after paying interest were 
losses of £99,893 and £243,351 for the quar- 
ter and half-year respectively, compared 
with a profit of £30,646 for the December 
quarter of 1942 and a loss of £1,751 for the 
six months July-December of that year. 

Comparing working expenses for the two 


six-month periods, in 1943 wages were 
higher, due largely to a larger amount 
having been spent on maintenance of 


rolling stock; and basic wage and other 
increases represented a substantial amount: 
these items alone represented nearly 
£100,000. Fuel for locomotives repre- 
sented an increase of £28,000, and the 
costs of sleepers, materials for maintenance 
of locomotives and rolling stock, and, in 
fact, of nearly all operating items, showed 
substantial rises. Despite the higher costs, 
there has been no increase in fares or rates 

The operating ratios were 85-64 per cent. 
for the quarter, and 87-61 per cent. for the 
half year ended December 31 last, com- 
pared with 74-42 per cent. and 76-01 per 
cent. for the corresponding periods of 1942. 
Train-mileage was 1,518,472 for the quar- 
ter, and 3,058,735 for the six months, com- 
pard with 1,671,913 and 3,216,023, respec- 
tively, for the corresponding periods of 
1942. Earnings a train-mile were 175-03d. 
and 161-75d., for the quarter and half-year, 
against 173-4ld. and 159-73d., respec- 
tively, for 1942. The percentage return a 
year on loan capital, excluding interest, was 
2-44 for the quarter, and 2-1 for the six 
months, ended December 31, 1943. 

The following statement shows the main 
financial results for the quarter ended 
December 31 ‘last, compared with the cor- 
responding period of 1942 :— 


1943 1942 

£ 
Earnings a 1,107,400 1,126,800 
Working expens os §©=—6. 94-3993 838,554 
Balance ... eee “ne si 159,007 288,246 
Interest ... oe wa --- 258,900 257,600 
i a on ove na —_ 30,646 
Loss dee ove ove ces 99,893 _— 


Below are given the principal results for 
the half-year ended December 31 last :— 


1943 1942 
é £ 

Earnings ae 2,210,100 2,140,400 
Working expenses 1,936,151 1,626,851 
Balance ... - 273,949 513,549 
Interest ... 517,300 515,300 
Profit a = 
Loss 243,351 1,751 


Drivers’ Increase in Pay 

A claim by the Locomotive Engine 
Drivers’, Firemen’s & Cleaners’ Union was 
heard by the State Arbitration Court, and 
an award issued, on December 16. An 
increase in pay of 3s. a week was granted 
to engine drivers in the third and fourth 
classes and to those drivers who had com- 
pleted ten years’ service in the first class. 
The estimated cost to the Railway Depart- 
ment of the increases is {2,260 a year. Pro- 
vision was made also in the award for the 
payment for sick leave up to six days a 
year under similar conditions to those apply- 
ing to the railway wages employees. Some 
other minor alterations were made in the 
working conditions. 


UNITED STATES 


New Electric Signalling at Utica 
On February 13, 1943, the signal cabin 
controlling the west end of the station at 
Utica, New York State, on the main line 
of the New York Central System from 
New York to Chicago, was destroyed by a 
derailed wagon. The working of the 
signalling had been all-electric, and there 
were 146 levers controlling 70 signals, 
54 switch machines, ten movable diamonds, 
two derails, three mechanical locks, and 
16 check locks; the box controlled the 
New York Central running to and from 
the Chicago direction (four main tracks and 
a siding), the Delaware, Lackawanna & 
Western Railroad double line, the New 
York, Ontario & Western Railway single 
track, and the Ogdensburg single line 
branch,—into and out of the station, which 
has 14 platform and five outside roads. 
When the accident happened it was 
snowing, and by the next day the tem- 
perature was 27 degress below zero, which 
greatly complicated the operating problem 
because of the necessity for cutting out 
of trains vehicles affected by the tempera- 
ture. All switches had to be operated on 
the ground, but temporary shelters were 
erected. Although for a time all switch 
movement was by hand, electrical operation 
was soon substituted, and loudspeaker 
equipment was installed throughout the 
yard to facilitate the emergency operation. 
Less than 48 hr. after the accident, an 
order had been placed with the General 
Railway Signal Company for a new signal- 
frame, and by July 25 this had been 
installed and normal working resumed. 
The new machine is the “ entrance-exit ”’ 
or “‘ NX ”’ type, with all operating switches 
located on the illuminated track diagram, 
and it has effected a considerable speeding- 
up of the station working. For normal 
running speed, an ‘‘entrance’”’ button on 
the track, which, by its illumination, shows 
the presence of an approaching train, and 
a second button on the track to which the 
train is to pass, are pushed; the switches 
then line up automatically, and the signals 
give a normal “clear’’ application. If the 
buttons are turned instead of being pushed, 
a “restricted speed’ indication is given. 
Whereas in the past considerable delay 
was experienced in setting a road from the 
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D.L.W.R. or N.Y.O.W.R. yards, in the 
extreme south, to the N.Y.C. yard, at the 
extreme north of the station, if the road is 
clear the new machine will line up all the 
22 switches concerned within 8 sec. of the 
manipulation of the buttons. The oppor- 
tunity has been taken at the same time to 
renovate all the track and signal equipment 
and to improve the layout. 


ARGENTINA 


Railway Union’s Petition 

A delegation of members of the rail- 
waymen’s union, Union  Ferroviaria, 
presented to the President of the 
Republic on March 20 a petition request- 
ing a number of improvements in the 
position of railwaymen [the main points 
of a document presented to the Secre- 
tariat of the President by the local boards 
of the private railway companies, refuting 
the Union’s petition, were received by 
cable and published in our May 5 issue. 
Ep., R.G. 

The principal requests of the railway- 
men are as follow :— 

(1) The 





‘‘intervention’’ of the State 


Railways Administration, the chief 
functionaries of which, it is alleged, 
‘‘openly obstruct the workmen from 
exercising their rights, thus impairing 
the good relations which should exist 
between the Administration and _ the 


workmen.”’ 

(2) The rejection of a suggestion that 
State Railways personnel be included in 
the Civil Service Statute. 

(3) The ‘‘intervention’’ and_ re- 
organisation of the National Railway 
Board because of “‘ its anti-labour and 
anti-Argentine attitude, observed in 
countless resolutions entailing punish- 
ment for the workmen, the private rail- 
way companies deriving direct benefit 
from this.’’ 

(4) The return of salary retentions 
made since the application of the Presi- 
dential Award of October, 1934, “‘in 
view of the increases in tariffs granted 
under Decrees Nos. -115,135 and 116.531 
of March 3 and 25, 1942, respectively.”’ 

(5) Increases in salaries and wages, as 
follow: up to 160 pesos a month, 20 per 
cent.; from 161 pesos to 250 pesos, 15 
per cent; and from 251 pesos upwards, 
10 per cent. 

(6) No ‘‘ economy ’ 
present railway staff. 

(7) Adjustment jof the regulations to 
the letter and spirit of Law No. 11,544, 
which permits no more than eight working 
hours a day, or seven hours a night. 

(8) The modification of Decree No. 
6104-N, of 1928, whereby the companies 


, 


dismissals in the 


were authorised to reduce in category 
footplate staff suffering from physical 


defects and signalmen whose sight had 
become weakened. 

(9) The elimination of 
tractors. 

(10) The elimination 
subsidiary companies. 

(11) Reform of the 
Law. 

The document concludes with the 
statement that all the railwaymen view 
with satisfaction the work carried out by 
the Government Interventor in the Union 
Ferroviaria and La Fraternidad, Lt.- 
Colonel Domingo A. Mercante. The Presi- 
dent, General Farrell, said in reply that 
the questions raised could not be settled 
at a moment’s notice, but that the prob- 
lems would be ‘studied with real 
interest and solved in a strict spirit of 
justice as soon as possible.’’ 


railway con- 
of road transport 
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Freight Working in the U.S.S.R. 


(From a correspondent) 


THE three Soviet Five-Year Plans of 1928, 

1933, and 1938 involved the transport of 
such large quantities of raw materials, 
industrial equipment, food, and so on, that 
it became imperative to increase the 
capacity of the U.S.S.R. railways to deal 
with goods traffic. Measures decided on 
included constructing new, and doubling 
existing, lines or the improvement of their 
catrying capacity by provision of stations 
and marshalling yards, and of modern 
signalling equipment ; introduction of more 
powerful locomotives and of high-capacity 
(up to 60 tons) wagons; and the installa- 
tion on goods stock of continuous-brake 
apparatus and automatic couplings. Orders 
concerning loading and unloading times, 
methods of loading and unloading, and 
maximum use of goods wagons were instru- 
mental in attaining the high level of working 
which existed when the country became 
involved in war. 

So far as the rights and duties of the rail- 
ways and their users are concerned, the 
position is much the same as in other 
countries. As, however, all large-scale 
undertakings in the U.S.S.R. belong to the 
State, the conveyance of private goods is a 
minor task, consisting mainly of small con- 
signments and luggage. Priority tends to 
be given to the carriage of goods over that 
of passengers, as a matter of national policy 

Monthly, quarterly, or yearly plans form 
the bases for the conveyance of goods ; 
differentiation is applied between com- 
modities important for the economic life of 
the whole country and those of more local 
importance. Quantities specified in monthly 
plans must be conveyed at all costs; for 
non-compliance with this rule, consignors 
and railway staffs are liable to disciplinary 
action. The Peoples Commissariat for 
Transport may cancel all forwarding plans 
which involve uneconomic use of the means 
of transport in such ways as by cross-hauls 
and unnecessary long hauls. 

Particular attention attaches to the turn- 
round of wagons. Times have been laid 
down for the manual loading and unload- 
ing of goods of various types into or from 
wagons of different types and capacities. 
Consignors and consignees who exceed 
times are liable to heavy fines. If loading 
or unloading is effected by mechanical 
means, the time is fixed by the head of the 
goods section concerned, in consultation 
with the consignor or consignee, according 
to the type of appliance to be used. Once 
the specified loading or unloading time has 
elapsed, the railway authorities are entitled 
to complete the operation at the expense of 
the party concerned. Goods not discharged 
within five days of the wagon being made 
available to the interested party may be 
sold by the railway authorities to cover 
demurrage charges up to a certain period. 
If the owner of the goods does not apply 
for the excess (if any) of the proceeds of the 
sale within six months, the amount-con- 
cerned is forfeited to the State. 

Minimum wagon loadings have been laid 
down for various commodities, for non- 
compliance with which penalties may be 
inflicted. In connection’with the subject 
of wagon capacity, it may be noted that the 
U.S.S.R. vertical loading gauge for its 5-ft. 
gauge system is 17 ft. 4% in., compared 
with the Berne Conference Standard for 
European 4 ft. 84 in. gauge main lines of 
14 ft. 0} in., and that the maximum width 
of vehicles is 10 ft. 8 in., against 10 ft. 4 in. 
on Continental main lines. The width of 
certain powerful locomotives has been ex- 
tended even to 11 ft. 9 in. Lines built since 


1926 have 21 ft. (vertical) and 19 ft. 8} in. 
(horizontal) clearances, and important mar- 
shalling yards, goods sheds, etc., have been 
reconstructed according to these dimensions. 

Official figures for construction and 
loading gauges in Russia were first estab- 
lished in 1860, and, with certain amend- 
ments (not always too clearly laid down or 
adhered to), remained in force until 1932, 
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aggregating more than 300 miles, not only 
connecting railway stations with industrial 
installations, but also serving large areas for 
other purposes. Many of them have been 
established by request of the railway 
administration itself. Something like 80 
per cent. of the loading and unloading 
operations on the U.S.S.R. railways is 
effected on “‘ private ’’ sidings. 

It has been stated by German observers 
in Russia that the position before the war 
had become such that ‘“‘ nobody knew 
who was the master of a goods station, the 
outside undertaking or the railway adminis- 


The line A-B will cease to be 
applicable as soon as all roof 
awnings concerned have been altered 
fy Space to be allowed for 
such projections until the 
alterations are completed 
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4-100 (13° 55 ) normal distance to centre line of 
| second main track on double line. (Originally 


Old and new Russian 
structure gauges super- 


imposed tools 


this was |2' 0"). Between 2nd. and 3rd. tracks 
of a four track line. the present figure ts 
I6! 5" as safety space for Platelayers and 


In stations tracks must be at least 


IS: "apart and in goods yards at least 14: 9" 


when new regulations were drafted. On 
railways built before 1926 the dimensions 
given on the inner portion of the accom- 
panying combined diagram were adopted, 
pending alterations and renewals to existing 
structures, but since that year new works 
have apparently conformed to the present 
requirements, which were formally issued in 
October, 1936. 

Main stations and marshalling yards show 
a growth of non-railway-owned industrial 
sidings to an extent unknown in western 
countries. This is explained by the neces- 
sity felt by public concerns, whether State, 
municipal, trust, or co-operative, of having 
available their own railway facilities. The 
layout of sidings is often such as to hamper 
marshalling operations, as it includes many 
cross-running tracks. In recent years the 
railway authorities have become aware of 
this growing evil, and the problem has 
formed the subject of prolonged discussions ; 
but no solution has yet been found. 

“Private ’’ sidings number some 8,000, 
totalling about 14,280 miles in length. A 
few industrial undertakings own sidings 


tration.’” Owners of sidings behaved as 
they pleased ; some of them would not allow 
traffic intended for sidings branching off 
their own to pass by night. In the area of 
the South Western Railway theie are mo1e 
than 400 “ private ’’ sidings, the total length 
of which corresponds to a quarter of the 
route-length of the South Western system. 
The movement of wagons is hampered by 
the fact that many loading or unloading 
points are too small for requirements ; some 
can handle only nine wagons a day where at 
least forty would be required to deal effec- 
tively with the traffic. An inquiry covering 
nine railways of central and southern Russia 
revealed that, of 1,400 undertakings owning 
railway sidings, 500 were not able to deal 
with more than five wagons each on their 
sidings; and that there were many sidings 
each dealing with an average of one wagon 
every two or three days. Such difficulties 
have their counterparts, of course, in most 
countries with old-established railways and 
obsolete industrial siding equipment. 

The condition of repair in which many 
sidings were found left much to be desired, 
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and the rails were too light for the loads 
intended. It is stated that “ private’”’ 
locomotives were kept in a poor state of 
repair, and that signalling on the sidings did 
not correspond, as a rule, to the regulations 
in force. Considering the conditions pre- 
vailing in the extensive system of railway 
sidings, it is the more striking that the 
efficiency of Soviet railway transport 
generally not only has been unimpaired, but 
has been brought to the high level necessary 
to cope with war conditions. Doubtless the 
State has exercised far more stringent con- 
trol over “ private’’ railways since the out- 
break of hostilities, and has improved 
standards under compulsory powers when 
necessary to the war effort. 


Increasing Line Capacity 

Numerous statements in the German 
technical press show that the conditions 
on the Russian railways have been the 
subject of special attention on the part of 
the German engineers and staff who have 
been obliged to work thereon. The much 
larger structure and loading gauges, about 
40 per cent. greater than the German, and 
the facilities for special loading they 
afford, have been remarked upon especially. 
The Russian rail gauge is only 3} in. 
wider than the German (European) stand 
ard, but far larger vehicles and locomo- 
tives, in proportion, can be run on the 
former tracks. The usual maximum 
height for Russian vehicles is 17 ft. 43 in., 
and the width 10 ft. 8in., but some loco- 


motives now exceed the latter figure. 
Commenting on _ these conditions, a 
German engineer, with many years of 





a 


Fig. 3 
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portion of the traffic, at any rate nor- 
mally, and to accelerate the loading and 
unloading, to which special attention has 
been devoted, sawn timber, such as planks, 
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one four-wheel truck takes the lorries. 
When, as in Fig. 2, there is a brakeman’s 
shelter on the wagon, one lorry is tipped 
up, acourse made possible bythe generous 




















Fig. 2 
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experience in Russia in earlier years, is sent in sets of four bundles, separated loading -gauge. Three lorries can be 
remarks that he has never known any by spacers, and arranged, as seen in Fig. 1, carried on two wagons, without inter- 


instance of the increased width and height 
of stock having the least influence on the 
safety of working. 

As part of their economic and industrial 
policy, the Soviet authorities for some 
time before the war had been taking steps 
to use rolling stock to the maximum 
advantage, and are said to have succeeded 
in hauling a given volume of freight with 
a saving in vehicles ranging from 20 to 
50 per cent. Timber forms a large pro- 


to be removed readily by slings passed 
round each individual bundle. The regu- 
lations specify the exact methods of load- 
ing the particular form of timber, and lay 
down strict instructions designed to pre- 
vent movement in transit. Arrangements 
often have to be made for out-of-gauge 
consignments for military purposes. 
Motor lorries are frequently loaded by 
removing one body and allowing the 
frames of two vehicles to overlap, so that 


fering with the ‘bodies, by setting one 
across between the wagons, as seen in 
Fig. 3, thus forming a kind of articulated 
freight vehicle. Fig. 4 shows a variation 
of the idea, whereby two wagons, one with 
brakeman’s shelter, are made to convey 
an ordinary motorcar, a lorry, and a bus. 
In Fig. 5 are seen five lorries, mounted on 
two wagons, and brought into the avail- 
able length by tilting them, made possible 
by the generous loading gauge. 
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Mobile Housing for Permanent Way Staff 


Effective L.M.S.R. wartime expedient to meet sleeping and 
feeding difficulties 


L.M.S.R. did not 

it necessary to use dormitory 
vans for housing permanent way men 
required to work away from home (as 
accommodation in private dwelling-houses 
could be obtained readily), excepting in 
some isolated parts of Scotland, where 
mobile dormitories were and are still used. 
Even in these cases the railway company 
lid not make any arrangements for feed- 
ing, as the men provided their own food. 
After the outbreak of hostilities the diffi- 
culties of the men in endeavouring to find 


BE! ORE the war, the 
find i 


private lodgings became acute, and even 
when they were able to find sleeping 


ycommodation at private dwelling-houses 
they could not be provided with food, 
food-rationing regulations. 

In the autumn of 1941 steps were taken 


yecause of 


by the L.M.S.R. to overcome the diffi- 
ulty, and the company now has 12 
vehicles in use for the accommodation of 


staff of the Civil Engineering Department 
n England who are required to work away 
from their homes. These comprise four 
lormitories, each of which affords sleep- 





ng accommodation for 16 men, with a 
separate locker for every man; four mess 
urs (used in conjunction with the 
lormitory cars) each providing cooking 


dining facilities for 32 men, and also 





facilities for drying clothes, and space for 
recreation; two composite dormitory and 
lining cars accommodating 14 men in 


ch, complete with cooking facilities, and 
locker for every man, and two camping 
each of which provides cooking 
ind sleeping accommodation for six men, 

Sleeping bunks in the dormitory coaches 
ure in two tiers on each side of the vehicles, 
is shown in one of the illustrations; in 
the camping coaches the men sleep in 
Elsan chemical closets and wash 

vis are fitted in the sleeping coaches. 
[The vehicles required are stabled at the 
nearest convenient spot to the place of 
vork, wherever possible in a siding at a 
station, and the men use the station sani- 
tary arrangements as well as that provided 
dormitories. 

Cooking is effected on coal stoves, and 
the vehicles are heated by slow-combustion 
fixed in the middle of the floor 


oaches 


ubicles. 


n the 


stoves 





Mobile living quarters for permanent way personnel. 


The equipment in the dormitories 
following list: — 


space. 
is shown in the 


Ambulance box 

Basins, |-pint 

Beakers (enamel), 4-pint 

Bins for dust 

Bins for use as water butts 
Blankets 

Bowls 

Bowls (enamel) for washing 

Bread boards 

Brooms (soft), long and hand 
Buckets (enamel) 

Brushes for scrubbing 

Canisters for tea, etc. 

Cans for water, 4 gal. and | gal. 
Cans (enamel) with lids, | gal. 
Chairs 

Cloths—tea, dish, floor 

Containers for paraffin oil 
Containers for waste water 

Cups 

Fire extinguishers 

Forks 

Jugs (enamel!) 6-pint, 2-pint, and I-pint 
Kettles, 4-pint 

Kettles, kitchener with taps (4-gal.) 
Keys for men’s lockers 

Keys for food and crockery cupboards 
Keys for door of dormitory 

Knives, table and bread 

Mats for doorway 

Mattresses and mattress covers 
Mincing machine 

Mops 

Pans (Frying) 

Pillows and pillow cases 
Plates—dinner and tea ° 
Saucers 

Saucepans, 8-pint, 2-pint, I-pint, and 22 cm. 
Shovels for dust pan 

Shovels (small) 

Spoons—dessert, table, and tea 
Steps (portable) 

Tables 

Teapots (enamel), 3-pint 

Tins for dripping 

Tins for cooking 

Tin openers 

Vegetable tureens 


The vehicles are lighted by pressure 
paraffin lamps. Facilities for recreation 
include the provision of draughtsboard 
and men, dominoes, playing cards, and 
dartboards and darts. 

Food supplies are arranged by contact 


with the local Food Office in the area 
where the vehicles are operating, and 


authority is obtained for the purchase of 
rationed food. Purchases of rationed and 
unrationed provisions are made by the 
cook attendant, who is a man drawn from 
one of the gangs and given training for 


Left : 





Interior of mess car. 
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the job. If the men are lodged in the 
dormitories for a period not exceeding four 
consecutive nights, they are not required 
to surrender food coupons from their 
ration books, approximately in accordance 
with hotel practice. 

A nominal daily charge per man is made, 
which includes both food and sleeping 
accommodation. The men do not travel 
in these vehicles, but are conveyed by 
ordinary passenger service. 








“PapER Packs A Puncu.’’—An exhibi- 
tion with the above title, the largest of its 


kind ever attempted, is being staged by the 
Waste Paper Recovery Association at 
Marble Arch for three weeks from May 23. 
It will be open (admission free) from 10 a.m 
to 9 p.m. daily, including Saturdays, Sun 
days and the Whitsun holidays. The ex- 
hibition will show the great part being 
played by paper in our equipment for the 
second front. As a substitute for rubber, 
light metals and wood, thousands of tons 
of war products have emerged from the 
scientific treatment of paper. 


PURCHASE OF WELDING MACHINES.—A 
Direction (No. 4), issued by the Minister of 
Supply, relating to the Control of Machine 
Tools (No. 13) Order, makes it necessary 
for purchase certificates to be obtained for 
single-operator a.c. arc-welding machines 
up to and including 250 amperes continuous 
hand-welding capacity, which previously 
have been excluded from licensing by virtue 
of the No. 1 Direction, The procedure for 
applying for purchase certificates for all 
types of welding machines remains un 
altered. Copies of the Direction, No. 4 
(S.R. & O. No. 445) (Control of Machine 
Tools No. 13, 1943), may be obtained from 
H.M. Stationery Office, Kingsway, W.C.2 
or through any bookseller, price 1d. each. 


PROTECTIVE PAINTING OF IRON AND 
STEEL.—The British Standards Institution 
has issued a specification dealing with the 
painting of iron and steel objects such as 
static water tanks, mechanical plant, 
electric pylons, steel chimneys, gas holders, 
railway bridges, gantrys and cranes. Copies 
of the specification (B.S. 1160, 1944) may 
be obtained from the Institution, 28, 
Victoria Street, S.W.1, price 2s. each. A 
specification (B.S. 1056) dealing with the 
use of paint in buildings was issued last 
year. 





Right: Interior of dormitory car 
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out conditions has presented considerable 


Light Tunnel for Examination of Locomotives 


difficulty. ; 
+ To overcome this, the London & North 
during Blackout Eastern Railway has installed experi- 
mentally a double-end examination “‘ light 
° ° : v tunnel,’’ with a white glazed inspection 
An experimental installation on the L.N.E.R. East Coast att, at de lmmmecliiek lennunative @icot a 
main line the East Coast main line. It is the first 


of its kind in this country and is g9 
arranged that an engine arriving in com- 
plete darkness can be examined in it under 
completely floodlight conditions. By an 
intensive examination carried out with a 
minimum of delay, anything which has 
gone amiss on the locomotive during its 
previous turn of work will be quickly 
revealed and noted so that the engine can 
be despatched without delay to the 
necessary point at which the repair can be 
undertaken. 

The building is intended as a wartime 
measure, and in comsequence, perman- 
ency of structure has not been the ruling 
factor; the restrictions on _ building 





materials had to be taken into account, pit w 
and it was, therefore, decided to use a Ltd. 
modified form of Tarran Industries ‘‘ N”’ reflect 
type hut enlarged to 80 ft. in length. a hig 
At both ends of the building there are _ The 
large doors, and a master switch cuts off mons 
the main lighting system as soon as these gener 
are opened. Wicket doors with light the il 
locks are also provided. Advantage is previ 
taken of direct local flood lighting, and intent 
fluorescent tubes with extensive light but i 
surfaces, free from glare and shadow consi 
effect, are used in combination with shed 
indirect lighting from the walls of the the ] 
structure, which are suitably whitened for lighte 
the purpose. to wi 
Lighting units have been arranged on speed 
the tunnel walls and in specially formed — 
alcoves in the pit, which has been faced 
HE need for intensively working loco- again as soon as possible. As a result, throughout in white glazed brick, in 


motives has become so great in con- many locomotives which arrive at depots addition to which there is a small amount 
sequence of wartime conditions that after darkness are required in traffic before of Category ‘‘C’’ lighting for use when 
when an engine arrives at a shed after daylight, and the thorough and speedy the light-tunnel doors are open. The 
completing its turn of duty it is sent out examination of such engines under black- alcoves to house the lighting units in the 
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ae 


FLUORESCENT LIGHTING TUBES LAMINATED RIBS, 2” THICK AT 8.2" CRS. 
BUILT UP FROM I" THICK TIMBERS 

FINISHED RIBS APPROX. 63° WIDE. 
STAGGERED JOINTS (NOT © SHOWN) 
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POSITIONING ON COPING BLOCK “\— 
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Sectional diagram showing dimensions and constructional and fitment details of the light tunnel and pit 





uw 


44 May 19, 1944 THE RAILWAY GAZETTE 52 





in be 





rtime General exterior view of the tunnel 
man- 
uling 
aa pit were made by the Empire Stone Co., 
ise a Ltd. to a special specification, and the 
‘N” reflecting surfaces have been covered with 
h. a high gloss white paint. 
e are The drawing gives the leading dimen- 
ts off sions of the tunnel and the pit, and the 
these general appearance may be judged from 
light the illustrations reproduced herewith. As 
ge is previously indicated, the innovation is 
and intended to overcome a wartime problem, 
light but its value in peacetime should also be 
adow considerable. The lighting of an engine 
with shed presents difficulty at any time and 
f the the provision of an intensively flood- 
d for lighted point or possibly series of points, 
to which locomotives can be taken for 
speedy inspection during darkness, 


d on 
possesses obvious advantages. 


med 
faced 
c, in 
n0unt 
when 
The 
n the 
Right: Interior of pit showing 
fluorescent lighting 
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Southern Railway 4-4-0 tender locomotive No. 1165 at Rainham in Kent hauling a wartime passenger train. 
The leading coach is of G.W.R. stock 
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PERSONAL 


Sir tobert Marriott, General Manager, 
‘ast Indian Railway, has been appointed 
jrector-General of Railways, Calcutta 


jrea. Rai Bahadur N. C. Ghosh, O.B.E., 
hief Operating Superintendent, has suc- 


eded him as General Manager, E.I.R. 
L.P.T.B. APPOINTMENT 
Mr. H. W. Clark has been appointed 


1 Officer of the London Passenger Trans- 
rt oard with the title of Assistant 
‘ngineer (Bridges & Structures). 


L.N.E.R. APPOINTMENT 

The L.N.E.R. announces that Mr. J. 
Lisle, Chief Clerk in the Superintendent’s, 
Locomotive & Passenger Manager’s Joint 
staff Office, Edinburgh, has been ap- 
winted Assistant Traffic Superintendent, 
\berdeen, in succession to Mr, J. W. 
4arr, who has become Assistant District 
Superintendent, Kings Cross. 


A memorial stained-glass window to 
the late Lord Stamp, Chairman & Presi- 
ent of the London Midland & Scottish 
ilway Company from 1927 to 1941, 
ho was Chairman of the Governors of 
School, was unveiled on May 18 in 
the chapel of Queenswood School for Girls, 
ar Hatfield. It portrays the Crucifixion, 
nd forms one of a_ series of windows 
picting scenes from the life of Christ. 
Ihe cost of £350 was met mainly by con- 
tributions from the pupils. a 


L.M.S.R. APPOINTMENTS 

‘he L.M.S.R. announces the following 
pointments : — 

Mr. G. E. Curtis, Goods Agent, Old- 
im Road & Beswick, to be Assistant 
istrict Goods Manager, Warrington, vice 
Mr. H. Eccles, promoted. 

Mr H. Hadley, Chief Travelling 
\uditor, Chief Accountant’s Office, Wat- 
rd, H.Q., to be Agent for Accounts, 
inden, Mr. W. R. Davies, pro- 
ited. 

Mr. C. Anstall, Goods 
to be Goods Agent, 


vice 


Agent, Broad 
St. Pancras & 


street, 


somers Town, vice Mr. F. Grundy, pro- 
ote 
Mr. F. C. Jeffery, Goods Agent, Poplar, 


be Goods Agent, Broad Street. 


Mr. A. H. Ide, Chief Transit Clerk, 
.G.M.O., Broad Street, to be Goods 
igent, Poplar. 

Mr. J. H. Davies, Cartage Agent, 
.G.M.O., Liverpool, to be Goods Agent, 
Vaterloo Dock & Gt. Howard Street, 
ce Mr. J. H. Fraser, retired. 

Mr. C. French, Joint Goods Agent, 
ishton (L.M.S.R. & L.N.E.R.), to be 


ods Agent, Oldham Road & Beswick, 
ce Mr. G. E. Curtis, promoted. 


Mr. A. L. Smythe, Goods Agent, Har- 
w, to be Goods Agent, Brompton & 
ham, vice Mr. A. W. Shouler, pro- 
loted. 

Mr. J. D. Buchan, Clerk, Commercial 


lanager’s Office, Glasgow, to be District 
lraffic Agent, D.G. & P.M.O., Edin- 
igh, vice Mr. G. McKay, retired. 

Mr. A. Hill, Stationmaster, Northamp- 
n (Castle), also in charge of Bridge 
‘treet, to be Stationmaster, Wigan, vice 


Mr. J. Morgan, promoted, 

Mr. B. R. Hill, Stationmaster, Broad 
‘treet, also in charge of Wilson Street 
farcels Depot, to be Stationmaster, 


Northampton (Castle), also in charge of 
tidge Street. 
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Sir Clement Daniel 
K.C.I.E., M.Inst.C.E., 
(India), V.D., whose death we recorded 
last week, was a former Agent of the 
East Indian Railway, and afterwards the 
first Chief Commissioner of Railways in 
Institu- 


Maggs Hindley, 
M.Inst.T., M.I.E. 


India. He was President of the 
tion of Civil Engineers for 1939-40. Sir 
Clement Hindley was educated at Dul- 


wich College and at Trinity College, Cam- 
bridge. In 1897 he joined the East 
Indian Railway as a Probationary Assis- 
tant Engineer; he became Secretary in 
1914, Deputy-Agent in 1918, and Agent 





The late Sir Clement Hindley 


Agent of the East Indian Railway, 1919-21 
Chiet Commissioner of Railways, India, 1922-28 


late in 1919. He relinquished the last- 
named position in 1921, on accepting the 
Chairmanship of the Calcutta Port Com- 
missioners. A year later he was appointed 
the first Chief Commissioner of Railways. 
He retired from that post and returned to 
England in 1928, when he was appointed 
the first Chairman of the Racecourse Bet- 
ting Control Board, a position he held at 
the time of his death. Sir Clement 
Hindley was Chairman from its inception 
in 1935 of the Research Committee of the 
Institution of Civil Engineers, and was 
President of the Institution for 1939-40. 
He was a former Vice-President of the 
Institution of Engineers (India). He had 
been since 1942 Chairman of the Codes of 
Practice Committee for Civil Engineering 
& Building under the Minister of Works; 
and he had previously served on the 
Channel Tunnel Committee (1929-30); as 
Chairman of the Steel Structures Re- 
search Committee (1929-36); as a mem- 
ber of the Advisory Council for Scientific 
& Industrial Research (1932-37); and on 
the general board of the National Physical 
Laboratory (1935-36 and 1938-39). He 


was knighted in 1925, and was created 
K.C.1.E. in 1929. 
Mr. C. Basil Nixon, Chairman & 


Governing Director of Leyland Motors 
Limited, has been elected President of 
the Society of Motor Manufacturers & 
Traders. He is a native of Birkenhead, 
and was educated at Uppingham and 
Liverpool University. As Electrical En- 
gineer at the Newton Heath Works of the 
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Lancashire & Yorkshire Railway, he was 
associated with the equipment of early 
electrically-lighted railway carriages. At 
the end of last century he formed the 
Manchester Motor Transport Co. Ltd. In 
1906 he joined Mr. Henry Spurrier in the 
Lancashire Steam Motor Company at Ley- 
land as Secretary, and has since served 
Leyland Motors Limited, the successor of 
that company, as General Manager, 
Deputy Managing Director, and, after the 
death of Mr. Henry Spurrier, Sr., in 1943, 
and the retirement of Mr. J. H. Toulmin 


from the Chairmanship, as Chairman & 
Governing Director. In 1937 he was 
elected Vice-President of the Society of 


Motor Manufacturers & Traders. He is a 
member of the Institution of Mechanical 
Engineers and of the Institution of Auto- 
mobile Engineers. 


Mr. H. A. Cruse, Works Manager, 
Chippenham, Westinghouse Brake & 
Signal Co. Ltd., has been appointed also 


a Director of the company. 


We regret to record the death on 
May 12, at the age of 82, of Lt.-Colonel 
George Huddleston, CC... ¥ 3D.. 
formerly General Traffic Manager, East 
Indian Railway, and afterwards a Direc- 
tor of the Assam-Bengal Railway Co. 
Ltd. and H.E.H. the Nizam’s Guaranteed 
State Railways Co. Ltd. He was Man- 
aging Director of the former from 1919 
to 1934, and Chairman for a short period; 
and was Chairman of the latter from 1920 
to 1930. In 1906 Colonel Huddleston 


published his ‘‘ History of the East 
Indian Railway ’’; and in 1939 he pro- 
duced the ‘‘ History of the East Indian 


Railway, Part II,’’ which completed the 
account to the end of company working 
in 1925. 


Mr. Carl <A. Sundberg has _ been 
appointed Secretary of the Montreal 
Locomotive Works Limited, in succession 
to Mr. John D. Finn, who has resigned. 


who, as recorded in 
our April 14 issue, is retiring from the 
position of District Goods & Passenger 
Manager, Ayr, L.M.S.R., joined the 
former Caledonian Railway as a tele- 
graphist in a signal box at Greenock in 
1891. After gaining varied clerical experi- 
ence in different grades and at different 
stations between 1893 and 1897, he was 
appointed to the Train Running, Staff, and 
Excursion Sections of the District Traffic 
Superintendent’s Office at Glasgow 
(Central) in the latter year. For ten years 
(1901-11) Mr. Marshall acted as a Reliev- 
ing Stationmaster on the Western District. 
He was then transferred to the Audit 
Department as a Station Accounts Inspec- 
tor, and in 1914 was appointed Assistant 
Stationmaster, Glasgow (Central). Four 
years later he was promoted to be Chief 
Assistant to the Western District Super- 
intendent. At the time of the amalgama- 
tion he was appointed Staff & General 
Assistant to the General Superintendent, 
Northern Division, L.M.S.R. He became 
Outdoor Assistant three years later, and 
while in that capacity was a member of 
the Clearing House Special Rules & 
Regulations Committee. In June, 1931, 
Mr. Marshall was promoted to be District 
Goods & Passenger Manager, Edinburgh. 
In December, 1935, he was appointed to 
the similar position at Ayr, and from 


Mr. R. Marshall, 
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Mr. R. Marshall 


District nee i & Passenger Mz soup, Ayr, 
.»>M.S.R., 1935-4 


August, 1936, has been responsible for the 
management of Ayr and Troon Harbours. 
Mr. Marshall is a past President of the 
Railway Students’ Association, Edinburgh. 


Goods & 
L.M.S.R., 


Mr. J. Smith, District 
Passenger Manager, Edinburgh, 
who, as recorded in our April 14 issue, 
has been appointed District Goods & 
Passenger Manager, Ayr, joined the former 
Caledonian Railway in 1901 as a clerk in 
the Audit Department. After experience 
in various passenger sections he was placed 
in charge of the Season Ticket Section. 
In 1913 he was transferred to the Rates, 
Fares & cursion Section of the Office of 
the Superintendent of the Line. When 
the L.M.S.R. was formed, Mr. Smith was 
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Mr. J. Smith 


Appointed District Goods & Passenger Manager, 
Ay -M.S.R, 


appointed Passenger Rates Clerk in the 
Office of the Passenger Commercial Super- 
intendent at Glasgow. In the next year 
he was promoted to be Chief Clerk to the 
Passenger Commercial Superintendent, 
and in 1929 was mainly engaged on matters 
concerning the development of road trans- 
port. .In 1930 he was appointed Assistant 
Divisional Passenger Commercial Superin- 
tendent, Glasgow (subsequently Assistant 
Divisional Passenger Manager), in the Chief 
General Superintendent’s Department. In 
November, 1932, on the amalgamation of 
the Goods and Passenger Commercial 
Departments at Glasgow, he was appointed 
Assistant to the Commercial Manager 
(Passenger), Scotland, and in March, 1937, 
to the position he now vacates. 
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Mr. W. T. Powell 


Central Divisional Locomotive Running 
Superintendent, Southern Railway 


Mr. W. T. Powell, M.I.Loco.E., who is 
now Central Divisional Locomotive Run- 
ning Superintendent, Southern Railway, 
had previously held that position in an 
acting capacity since May, 1942. Mr 
Powell became a premium apprentice on 
the former L.B.S.C.R. under Mr. R. J. 
Billinton in 1899. He was appointed 
Locomotive Foreman at West Croydon in 
1913, and during the war of 1914-18 saw 
active service in France with the Royal 
Engineers. On his return he was ap- 
pointed District Locomotive Foreman 
Bognor, and subsequently held similar 
positions at Eastbourne and Tonbridge 
He became Assistant Western Divisional 
Locomotive Running Superintendent in 
1936. 


A group taken during an informal luncheon given recently at the Great Western Royal Hotel, Paddington, by W. H. Smith & Son Ltd., 
as a user of rail transport on a large scale for over 100 years, to the stationmasters and parcels agents of the London main-line termini of the 


G.W.R., L.M.S.R., and L.N.E.R. 
G.W.R.; M. C. St. J. Hornby 
— (left to right) are Messrs. C 

- Pancras, L.M.S.R.; F. G. Hewitt, 


Liverpool Street, L.N.E.R. ; 


Seated at the table are 


Stationmaster, S 


. Pancras, 


(left to right) Messrs. J. R. C. Williams, 
Managing Director, W. H. Smith & Son Ltd.; and J. Harrison, Stationmaster, Euston, L.M.S.R. ; 
J. Williams, Transport Manager, W. H. Smith & Son Ltd. ; 
St L.M.S.R.; F. W. Goring, Stationmaster, Kings Cross, 
B. A. Wright, Parcels Agent, Paddington, G.W.R.; W. W. Capon, Stationmaster, M. 

‘ F. M. Geeson, Parcels Agent, Liverpool Street, L.N.E. 
EE. R. ; and F. Bowyer, Manager, Staff & Staff Welfare Department, W. H. Smith & Son Ltd. 


Stationmaster, Paddington. 
and 
H. Finch, Parcels Agent, aoe & 
L.N.E.R. ; 


lebone, L.N.E.R.; C. J. Gregory, Stationmaster, 
; H. P. Morley, 


Parcels Agent, Kings Cross, 
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L.M.S.R. ‘* Greetings ’’ Specials 

The L.M.S.R. is at present running up- 
wards of 70 special trains a month to 
handle heavy letter and parcels mails 
coming into the country for Canadian and 
U.S.A. troops,-and leaving Great Britain 
for British Forces overseas. 


Railway Stores Reductions 

Wartime economy has led the British 
main-line railways and London Transport 
to make large cuts in their stores require- 
ments. The annual savings effected are 
considerable, and include 3,873,000 cu. ft. 
of timber, 570,000 tons of ballast, 84,000 
tons of rails, 5,300 tons of paint, and 
3,621,000 bricks. 


Trains Withdrawals Without Notice 
The Railway Executive Committee 
announces that, for some time past, pres- 
sure on the railways has been increasing, 
and already a number of passenger trains 
has had to be discontinued. It will be 
necessary to withdraw without notice 
many more trains during this summer, 
and they will be taken off progressively. 
The public, therefore, will be well advised 
to avoid travelling, and, in particular, 
conferences involving long-distance travel 
should not be held. 


L.M.S.R. Summer Train Services 

Some unusually important train service 
alterations figure in the L.M.S.R. summer 
timetable, operative from May 22. A 
new express for Liverpool, corresponding 
to the pre-war 4 p.m. down, leaves 
Euston at 3.45 p.m., calling at Rugby 
and Crewe and reaching Liverpool (Lime 
Street) at 8.5 p.m.; a connection reaches 
Manchester (London Road) at 8.26 p.m. 
From Manchester (London Road) a new 
express for Euston, corresponding to the 
pre-war 12.5 p.m., and breaking up the 
long interval between 9.52 a.m. and 2.15 
pm., starts at 11.40 a.m., calls at Stock- 
port, Macclesfield, Stoke, Nuneaton, 
Bletchley, and Watford, and _ reaches 
Euston at 4.18 p.m. The 3 p.m. down 
Heysham boat train from Euston ceases 
to call at Rugby and runs non-stop to 
Stafford; the 11.55 a.m. to Morecambe 
and Barrow ceases to call at Nuneaton 
and runs non-stop to Crewe, where pas- 
sengers are picked up only, and a new 
express for Manchester at 12 noon makes 
the Nuneaton and Crewe stops and 
teaches Manchester at 4.23 p.m. 

On Mondays, Fridays, and Saturdays 
an express for Llandudno leaves Euston 
a 11.15 a.m., calling at Rugby, Beeston 

, Chester, and principal stations 
beyond. On Mondays, Fridays, and 
Saturdays the 10.25 a.m. from Euston is 
for Windermere and the Keswick line 
oly, and this year runs non-stop from 
Crewe to Lancaster, then to Oxenholme, 
with an acceleration of 57 min. to Win- 
dermere, and 61 min. (Saturdays) and 
% hr. (Fridays) to Keswick,. reached at 
6.4 p.m.; on these days the 10.25 a.m. 
for Carlisle leaves Euston at 10.40 a.m. 


The 7.55 a.m. from Wolverhampton 
(8.40 a.m. from Birmingham) ceases to 
call at Rugby and Watford, and is 


diverted via Northampton, running non- 
stop from there to Euston, where the 
arrival is at 11.16 instead of 11.15 a.m.; 
the 8.25 a.m. from Stafford, conversely, 
omits the Northampton stop, runs direct 
via Blisworth, and reaches Euston at 
11.44 instead of 11.56 a.m. On Mon- 
days, Fridays, and Saturdays an addi- 
tional express is run from Blackpool 
North at 12.15 p.m., calling at Preston, 
Wigan, Warrington, Crewe, Rugby, and 
Watford, and reaching Euston at 5.55 
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p.m. Except on Saturdays, the 5.30 p.m. 
from Manchester and 5.25 p.m. from 
Liverpool run independently from Crewe 
to Euston, calling only at Watford, and 
reaching London at 9.30 and 9.40 p.m. 
respectively. 

On the Midland Division the 9.50 p.m. 
sleeping car express from Edinburgh 
(Waverley) leaves at 10.15 p.m., and 
reaches St. Pancras 31 min. later, at 10.11 
a.m., providing an early morning express 
service from Nottingham at 7.15 a.m. In 
Scotland the 3.50 p.m. from Glasgow 
(Central) to Liverpool and Manchester 
starts at 3.45 p.m., but is unchanged 
from Carlisle onwards. 

A local development of interest is that 
L.M.S.R. trains over the L.M.S.R. and 
L.N.E.R. Joint Line via Melton Mowbray 
into and out of Nottingham will in future 
use the L.N.E.R. Victoria Station in Not- 
tingham, instead of London Road Low 
Level; the latter will no longer be used 
for passenger purposes. 

As in previous war summers, many 
relief trains, chiefly to and from seaside 
resorts, are run on Saturdays only, and 
include the 11.5 a.m. from Euston to 
Blackpool (non-stop to Lytham), the 
6.35 a.m. from Coventry to Blackpool 
(non-stop), the 6.30 a.m. Leamington 
Spa to Llandudno (via Coventry and 
Nuneaton), the 6.45 a.m. Rugby to 
Llandudno (running via Birmingham), 
the 8.55 a.m. Birmingham to Blackpool, 
the 8.57 a.m. Birmingham to Llandudno, 
the 9.15 a.m. Nuneaton to Llandudno, 
the 1.20 p.m. Birmingham to Llandudno, 
the 1.35 p.m. Birmingham to Blackpool, 
the 8.52 a.m. Derby to Llandudno, 
the 8 a.m. Derby to Glasgow, the 7.15 


a.m. Leicester to Blackpool, the 8.50 
a.m. Blackpool (Central) to Glasgow), 
the 11.20 a.m. Morecambe to Glasgow 
and many others; with corresponding 


reverse services. On Fridays and Satur- 
days an express service is provided from 
Liverpool (Exchange) and Manchester 
(Victoria) at 12.30 p.m. in each case, to 
Glasgow and Edinburgh, and also at 1.45 
p.m. from Liverpool and 1.30 p.m. from 
Manchester to Glasgow; there is a cor- 
responding return service from both Glas- 
gow and Edinburgh at 1.20 p.m. In 
addition to the foregoing, there are adver- 
tised duplicates of many important long- 
distance trains on Saturdays omitting 
intermediate stops in a number of cases. 


G.W.R.. Summer Train Services 

In the GW.R. summer timétables, which 
come into operation on May 22, the 9.50 
p-m. sleeping-car train from Paddington is 
decelerated to reach Bristol at 1.50 instead 
of 1.30 a.m., Plymouth at 5.55 instead of 
5.20 a.m., and Penzance at 9.0 instead of 
8.38 a.m., The 10.30 a.m. Cornish Riviera 
Limited is accelerated to reach Penzance 
at 6 instead of 6.20 p.m., by the omission 
of certain stops west of Truro, which are 
made instead by extending the 3.40 p.m. 
slow:ex-Plymouth from Truro to Penzance. 
The 10.25 a.m. from Bristol to Plymouth 
starts at 10.35 a.m., and is accelerated 
10 min. by omitting the Weston-super-Mare 
stop. The 12 noon from Bristol reaches 
Paddington at 2.50 instead of 2.45 p.m., and 
the 2.10 p.m. from Penzance to Newton 
Abbot starts at 1.55 p.m. The customary 
summer alterations include the running of 
the 10.30 a.m. from Paddington on Sundays 
via Westbury instead of Bristol, so reaching 
Penzance at 6.20 p.m., 75 min. earlier, with 
a new 10.40 a.m. to Torquay and Kingswear 
(first stop Exeter), and an 11.15 a.m., as on 
weekdays, to Bath and Bristol only 

On Saturdays, from June 24 to September 
30 inclusive, additional trains from Pad- 
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dington include the 9.35 a.m. to Weymouth 
and Minehead ; the 11 a.m. to Plymouth 
and Newquay (first stop Exeter); the 
11.10 a.m. to Minehead (first stop Taun- 
ton) ; the 12 noon to Torquay and Kings- 
wear; the 2.15 p.m. to Weymouth, Mine- 
head, and Barnstaple ; and the 3.30 p.m. to 
Weymouth, Torquay, and Paignton (first 
stop Westbury). Corresponding up services 
on Saturdays are the 11.40 a.m. from Tor- 
quay (non-stop over the 188} miles from 
Teignmouth to Paddington, the longest 
scheduled run on the G.W.R.), and the 
11.20 a.m. and 2 p.m. from Minehead ; and 
on Sundays the 10.14 and 11.40 a.m. from 
Torquay to Paddington. 


Civilian Air Raid Casualties in 
April 

The Ministry of Home Security has 
announced the following figures of civilian 
casualties due to air raids in the United 
Kingdom during April :— 
Killed (or missing believed killed) aaa aie 146 
Injured and detained in hospital ... = 226 


The casualties are classified as follow :— 


Men Women Underlé 
Killed (or missing, believed 
killed) ‘iad oad oo & 63 18 
Injured and detained in hos- 
pital... a aes oo 6B 77 16 


G.N.R. Cancellations in Eire 

The Great Northern Railway (Ireland) 
has withdrawn various trains on its system 
in Eire, from Friday last, May 12, because 
of the restriction of supplies of locomotive 
fuel. In addition, all local Sunday services 
on the Dublin-Howth and Dublin-Drogheda 
sections are now being operated by rail- 
cars. Because of the limited accommoda- 
tion available in railcars, the issue of return 
tickets has been suspended from stations 
between Dublin and Raheny (inclusive) to 
all stations on the Howth line, and also to 
main-line stations to Balbriggan (inclusive). 
Dogs, bicycles, perambulators, etc., are not 
conveyed in railcars. 


Turkish Passenger Fares 
Passenger fares on the Turkish State 
Railways were increased by 15 per cent. 
from April 1. 


Goods Traffic Limitations in 
Roumania 
Home consignments of express goods 
traffic on the Roumanian railways have 
been limited to luggage, newspapers, maga- 
zines, milk, films, beer, yeast, and fresh 
fish, from the middle of March. 


Another Roumanian Fare Increase 

From April 1, passenger fares and goods 
rates of the privately-owned railway from 
Piatra Neamt to Straja were increased by 
50 per cent. This railway is a newly-built 
extension of the Bacau to Piatra Neamt 
standard-gauge line of the Roumanian 
State Railways. 


Fares and Rates in Croatia 

A report from Zagreb states that passen- 
ger fares on the Croatian State Railways 
were increased by 100 per cent. from 
April 1 last. Despite statements to the 
contrary, the increase in railway goods 
rates from the same date is confirmed as 
50 per cent., as recorded in our May 5 
issue, page 477. 


Tram Services in Northern Italy 

Shortage of electric power, said to result 
from abnormally dry weather in central 
and northern Italy during the past winter, 
has resulted in the curtailment of tram 
services in the larger towns from April 1: 
In towns with fewer than 100,000 inhabit- 
ants, tram services have been discontinued. 
In Milan, trams services are suspended for 
70 min. at mid-day. 

































































































The Brush Electrical 
Annual 


rhe annual general meeting of the Brush 
Electrical Engineering Co. Ltd. was held 
at Falcon Works, Loughborough, on 
May 16. Sir Ronald W. Matthews, Chair- 
man of the company, presided. 

The Secretary, Mr. P. C. Sharp, having 
read the notice convening the meeting, 

The Chairman, in the course of his 
speech, said: As the report and accounts 
have been circulated, I will take them as 
read. The accounts show that the progress 
made in recent years is being maintained. 
[he trading profit amounts to £261,839 
against £214,336 for the previous year. 
After providing reserves for, depreciation 
ind renewal of plant and buildings and 
‘charging bank and loan interest, war risk 
insurance and other sundry charges in the 
profit and loss account and taking credit 
for sundry dividends and interest, fees and 
repayments, the profit carried to the 
appropriation account is £175,002 against 
£118,130 for the previous year. With the 
balance of £10,271 carried forward there 
is an amount of £185,273 taken to the 
appropriation account. The directors 
recommend that this should be dealt with 
as set out in the directors’ report. 

Last year I drew your attention to the 
strong position disclosed by the consoli- 
dated balance sheet, when I pointed out 
that the surplus of current assets over 
current liabilities amount to £680,259. 
[his year the excess is no less than 


Murray’s Glasgow Timetable* 


Murray's Diary, which is so familiar a 
feature of the Glasgow district, first ap- 
peared in October, 1842, as a broadsheet 
entitled Neilson & Murray’s Condensed 
Railway Timetables, distributed free to 
passengers at Paisley Station. It was 
printed for the Glasgow, Paisley & 
Greenock Railway Company. The ven- 
ture seems to have met with encouraging 
success, for in 1844 information regarding 
steamer sailings, mails, etc., was added, 
and the issue was made monthly instead 
of quarterly. Later in the same year the 
timetable made its first appearance in 
book form, and a charge of 4d. was 
made, but in 1845, when advertisements 
were first inserted, and the circulation 
greatly increased, the price was reduced 
to 2d. By 1845 no fewer than. 5,000 
copies of the timetable were sold every 
month, and so great was the pressure on 
the Paisley printing works that in 1857 
the publishing house of Murray was trans- 


ferred to new premises in Glasgow. 

The 1844 timetable shows that six 
trains ran between Glasgow and Edin- 
burgh every day. The fastest of the 
trains did the journey in two hours—a 
creditable performance in those times. 
The fares were 8s. first, 6s. second, and 
4s. third class; and there was a fourth 
class. The official notice reads: ‘‘ By the 
half-past seven o'clock morning train 


(each way) the fare in stand up carriages 
for the whole distance is only 2s. 6d.’’ 
The third class carriages were merely 
open trucks in which the occupants were 
exposed to sun, wind, rain, and snow. 
Even second class carriages, though 
covered at the top, were open at the 
sides, and without cushions. 

In the 1845 monthly Neilson & Murray, 


the astonishing feature is the introduc- 





* Précis of a paper recently presented to the 
Publicity Club of Glasgow by Mr. J. Gordon Weir 
of the L.M.S.R. Advertising & Publicity Department 
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Engineering Co. Ltd. 
Meeting 


£709,123, and the figure for fixed assets 
after applying against it the whole of the 
reserves, is only £417,853. 

Your company’s two main subsidiaries, 
Petters Limited and Brush Coachwork 
Limited, made valuable’ contributions 
towards the increased turnover of the 
parent company. 

During the year your company and 
Metropolitan-Vickers Electrical Co. Ltd., 
fused their interests in the battery electric 
vehicle industry. Before this fusion of 
interests, your company had produced an 
electric truck. It has now extended its 
interest in the battery electric field by 
acquiring the goodwill and battery vehicle 
designs and stocks of the Metropolitan- 
Vickers Company, and although the latter 
will continue to manufacture the motors 
and controllers, the vehicle will be built 
and sold as the “‘ Brush ’’ electric vehicle. 

Since the close of the year, a new com- 
pany, Brush (S.A.) (Pty.) Limited, in 
which your company has a majority hold- 
ing, has been incorporated in Johannes- 
burg, and although initially this company 


will concentrate on the manufacture of 
coachwork, it is intended that it shall 
ultimately handle the other products 


manufactured by your company and its 
subsidiaries. 

Though the energies of all connected 
with the company are being increasingly 
directed to making the maximum contri- 








tion of Sunday trains between Glasgow 
and Edinburgh. Moreover, it was 
announced that the third class carriages 
had seats and covers, and that the fare 


was only 3s. 10d., compared with the 
weekday fare of 4s., a distinct favour 
shown to the Sabbath breaker. On the 


Glasgow & Ayr Railway a special train, 
of one first class carriage, could be had 
for £5. Several pages of the 1845 book 
were devoted to mail and stage coaches, 
and it is interesting to notice that one 
could travel to Aberdeen by the Defiance 
for a fare of 48s. inside and 28s. outside. 
Curiously enough, the fares from Aber- 
deen to Glasgow by the same coach were 
2s. more, namely, 50s. and 30s. By the 
London Mail the fares for the full dis- 
tance were 121s. inside and 98s. 6d. out- 
side. 

The advertisements in the timetable 
were at first largely shipping, insurance, 
omnibus, and hotel, but they soon ex- 
tended to all kinds of commodities. One 
notable advertisement, that of the Scot- 
tish Amicable Life Assurance Society, 
had the inside back cover of the April, 
1845, book, and this society’s advertise- 
ment appeared in every monthly issue 
until June, 1935, a period of just over 
90 years—surely a record for continuous 
advertising. On one occasion—it was in 
May, 1845—there was obviously a very 
special effort on the part of the adver- 
tising staff to interest hatters in the pub- 
lication, for there were no fewer than six 
display advertisements for French, satin 
and velvet napp’d, stuff, and silk hats. 
Silk hats could be bought at 8s., and 
caps from 6d. upwards. 

It has always been difficult to under- 
stand why this particular publication is 
almost universally termed a diary. Prob- 
ably not one person in a thousand buys 
the book for use as a diary. Its real pur- 
pose is as a timetable, but if any one 
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bution to the winning of the war, your 
directors are not unmindful of their 
responsibilities as to the development of 
the country’s trade when the world is once 
more at peace. I am no pessimist as to 
the future of Great Britain in genera] 
and of this company in particular—but 
equally I regard with suspicion and appre. 
hension the views of those super-optimists 
who look forward to orgies of unlimited 
spending without any very clear idea of 
where the money is coming from. These 
are the people who appear to believe that 
the State is in possession of some un- 
limited fund which it can draw on for 
carrying out any schemes which seem 
desirable to the Government of the day. 
There is no such fund, and the expendi- 
ture of the State can be met only by 
taxation or by borrowing. The great bulk 
of revenue comes from the taxation of 
industrial profits, and it is essential that 
industry should be freed as soon as is 
reasonably possible from all hampering 
restrictions and controls, and that initia- 
tive, enterprise, and adventure, should be 
given full scope. Business can never be 
secured by rule-of-thumb methods in a 
Whitehall Office; it has got to be pursued 
with energy and courage by those who 
understand the needs of markets and the 
vagaries of customers, and backed by con- 
scientious workmanship in the shops. 

I cannot conclude my remarks without 


expressing grateful thanks to our Man- 
aging Director, Mr. Good, and his col- 


leagues for their admirable work during 
the twelve months under review. 
The report and accounts were adopted. 


asked at a bookstall for Murray’s Time- 
table they would be offered the 1s. book. 
The diary in its present form was first 
issued in October, 1873. It was slightly 
smaller than the present book, but the 
original layout and the violet colouring 


of the cover has been maintained 
throughout the years. The first diary 


contained 48 pages, against the 192 of the 
immediate pre-war issue. Six pages only 
were devoted to train service information, 
which ‘was set out in paragraph form, 
against 96 pages of train information, 
set out in tabular form in the modem 
book. 

Of the 1873 diary 3,000 copies were 
sold; by 1892 the summer figure was 
80,000 copies; and just before the war 
(in July, 1938) the issue had risen to over 
200,000. There is nothing like this in 
any other part of Great Britain, and it is 
not surprising that, speaking in Decem- 


ber, 1926, Mr. Ashton Davies, now a 
Vice-President of the L.M.S.R., should 
have proclaimed Glasgow as “‘ the 


greatest diary using city in Britain, if 
not the world.’’ 

This is now the 7lIst year of the pre- 
sent publication, and the current month’s 
diary exhibited by the speaker showed 
the serial number 844, which means that 
on only two occasions has publication of 
the diary been suspended; the two occa- 
sions were in May and June, 1921, and 
the temporary suspension was due to the 
coal strike. 

The first record of the publishing family 
of Murray is that William Murray, bom 
in 1778, founded a stationer’s business in 
Paisley. He was succeeded by his son, 
Thomas Murray, who is described as 2 
Bookseller and Publisher, and it was he 
who transferred his works to Glasgow it 
1857. He was a Senior Magistrate of the 
City of Glasgow. Next in line came 
Thomas Murray (the second), who died 
in 1914, and now there is Andrew Murray. 
Another Thomas Murray is following on; 
he is at present on active service. 
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Parliamentary Notes 


Railways and Civil Air Transport 

The point of view of the four main-line 
railway companies on the future of civil 
aviation was given in the House of Lords 
in the course of two days’ debate on Civil 
Air Transport on May 10 and 11. 

The discussion was initiated by the 
Marquess of Londonderry, who said the 
time had arrived when they were entitled 
to hear some statement of policy from 
Lord Beaverbrook, who was the Minister 
in charge of civil aviation and post-war 
aviation. 

LoRD BEAVERBROOK’S STATEMENT 

Lord Beaverbrook (Lord Privy Seal) in 
the course of his statement said that the 
Royal Air Force Transport Command was 
intended to serve the military machine. It 
was not for civil purposes at all, and any 
operations which might be carried on by 
the Transport Command in the form of civil 
services were necessarily subservient to 
military purposes. The responsibility for 
civil air transport rested with the Air 
Ministry. The responsibility for co-ordi- 
nating future policy rested with the War 
Cabinet Committee. It was a Committee 
of Ministers, and he was the Chairman. It 
was not an executive body; it had no 
administrative duties, it only recom- 
mended, and its recommendations must be 
subject to Cabinet sanction. The inter- 
national regulation of civil air transport 
must necessarily await the decision of an 
international conference, and it was hoped 
that that conference would be held this year. 
Internal lines depended on the Air Ministry. 
Dealing with the statutory position of the 
British Overseas Airways Corporation, he 
said that the Corporation had a monopoly 
of subsidy on overseas airways. That was, 
a monopoly of Treasury grants for the 
development of air transport service. To 
that extent the British Overseas Airways 
Corporation was the chosen instrument of 
the Government. 

Lord Essendon emphasised that if we 
were to attain in the air a position in any 
way comparable to that which we had at 
sea, it was difficult to believe that that 
could be achieved through the medium of 
a single national corporation. He thought 
there was room for air services to the 
Continent operated by both shipping com- 
panies and the railways, and he hoped to 
see a healthy rivalry, tempered perhaps by 
some method of licensing such as would 
enable cut-throat competition to be avoided. 


RAILWAY VIEWPOINT 

Lord Kennet said he had had a share for 
a good many years in the direction of rail- 
way companies, and he had informed him- 
self of the point of view of four main-line 
railway companies on the future of civil 
aviation. He accepted what Lord Essendon 
had said about the opening for both the 
steamships and the railway companies in 
the development of aviation across the 
narrower Railway companies were 
no longer railway companies; they were 
great corporations for the development of 
all sorts of transportation. They had taken 
an active part in the development of road 
traffic as a primary and not secondary 
means of transport. They had taken an 
active part in the development of shipping 
companies and the ferries across the narrow 
seas. They were greatly interested in the 
docks and harbours necessary for our ship- 
ping. They were interested in that neces- 
sary adjunct, hotels for passengers. It was 
these great corporations which were in the 
best position—indeed, only they were in a 
good position—to co-ordinate the old means 
of transport with the new. Most of those 
who went to the Channel Isles wanted to 


seas. 
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go by railway to the port of embarkation, 
then by air and then by other means of 
transport from the port of arrival on the 
other side. It was important for the future 
of transport that they should have, for the 
convenience of the public, some association 
or corporation capable of co-ordinating all 
the various means. In the past, railways 
had performed all those services. They 
started on the provision of air services 
under the Act of 1929 which gave them 
power to carry on those air services, and 
the new services, such as those to Ireland 
and the Channel Isles, and they made a 
beginning, if only a modest beginning, 
with the development of air services to the 
Continent. They already had a large 
financial stake of £500,000 invested in that 
way, and another £300,000 of transport 
money. No less than 80 per cent. of the 
route mileage which was licensed in those 
days before the war for air transport over 
new routes was run by railway companies. 
They did it in those days through the 
instrumentality of no less than sixteen 
separate air transport companies whose 
activities were co-ordinated by a managing 
committee. They lived, therefore, in this 
matter, not in the region of paper theories ; 
they lived with the experience of actual 
achievement, the laying of solid foundations 
for the development of future air services 
by those associations of capital and skill 
in the country which were best adapted 
for the purpose because they were in a 
position to co-ordinate the new services 
with the old. 

The services did not cease with the war. 
They had been maintained with vigour 
during the war period for special purposes 
which it was unnecessary, and might be 
improper, to name. But he might say 
that during the war period the organisation 
for air transport maintained by the rail- 
ways had flown no fewer than 6,000,000 air 
miles; in the discharge of those services, 
they had maintained a standard of 95 per 
cent. regularity,, All that had been done 
entirely on the resources of the railway 
organisation. 

There were a great many things 
could do by sitting down at a desk and 
making a ‘“‘biue print”’ and handing it 
over to a pre-fabricator. One of the things 
they could not do by that method was to 


one 


make a transport corporation. It was a 
living organism, and it must grow. In the 


first place, it was enormously a matter of 
personal contacts ; they had to make their 
personal contacts when they were dealing 
with continental services in many countries 
and in many languages. They must have 
highly skilled staffs, skilled in the most 
technical matters. Though it might not 
seem so to anyone who was a master of 
Bradshaw, the compilation of timetables 
and the relation of routes in relation to 
timetables was nevertheless a matter 
requiring lifelong training. It was the same 
with the railways as with steamship 
routes. They needed the background of 
relation with those who were experienced 
both in engineering on the one hand and 
in labour administration on the other. In 
the administration of labour problems, 
skill and a knowledge of the customs and 
practices of continental countries were 
necessary. That knowledge was not built 
up in a day, but was acquired only by those 
who had had a lifelong training. The same 
applied to security and police measures. 

The staffs of the railway companies and 
those whom they trained had had a long 
and severe drilling in the highest standards 
of safety. They had that training and that 
standard now and their expansion to the 
administration of airways would be of 
great importance for the security of the 
travelling public. 
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Lord Kennet said on behalf of the railway 
companies that so far from them having 
any jealousy or suspicion of the new form 
of service, they were most ardent believers 
in it and believers in it not as an auxiliary 
to railway or road transport, but as a 
primary method of transport for the future. 
They could state with the utmost sincerity, 
confidence and strength on the present 
occasion, that there was no intention on the 
part of anybody who was asking for more 
powers in that respect for the railways 
other than to put the air in the forefront 
of their work of development and to increase 
the methods of transport. 


RAILWAY PROPOSALS 

Summarising what the railway companies 
were prepared to do if there was a fair field 
and no favour, Lord Kennet said they would 
exercise all the powers which had already 
been given to them under the Act of 1929: 
Further than that, they would extend and 
improve those powers to the utmost extent 
to fulfil every condition which might be 
required by the Air Ministry and to meet 
the whole demand of the public travelling 
by air, either passenger or mail service: 
They would co-ordinate, as he contended 
they alone could do, the means of air 
transport with all the other existing means 
of transport which were under their control. 
They would co-operate with the shipping 
companies as to the long distance routes. 
They would not only co-operate, but they 
had already co-operated with the short sea 
shipping companies as to plans for conti- 
nental traffic. In co-ordinating the means 
for transport, they would give no preference 
to any one means of transport over the 
other, but would develop them altogether 
with a single eye to the public benefit, and 
in particular they would give no preference 
to their first friend, the railway, in com- 
parison with the air. They would make no 
favourite. They would find all the capital 
necessary for the provision of all the ser- 
vices that could be required in the air to 
which he had referred. They would find 
all the capital necessary for the purpose, 
and they would ask for no subsidy at all. 
They would not only ask for no subsidy, 
but they would ask for no preference or 
advantage over any other company. 

All they asked for was to be allowed in 
on equal terms. It would be seen by an 
informed eye that the foundation of what 
the nation required in the area of air service 
had already been laid, and laid with success, 
by the efforts of the railway corporations. 
He believed that they, and they alone, had 
the means of developing in the most 
organised and scientific form the future of 
the air. He knew that they had the will 
and the intention and the means to do so. 
He urged the Government no longer to 
leave them in doubt that it welcomed all 
those who in that field could assist. 

Viscount Rothermere said that there 
should be more than one single service 
operating on all routes. There was no 
question that, when the time arrived, civil 
aviation would not require any subsidies, 
but would be a service which would be 
highly profitable. 

WEALTH OF TRANSPORT EXPERIENCE 

Lord Denham asked if the railway com- 
panies were going to be allowed to compete, 
or were they going to be shut out when civil 
aviation plans were put into effect after 
the war? He could not believe that the 
wealth of experience which the railways 
had gained in all transport matters would 
be discarded. In his view, all the different 
forms of transport should be comple- 
mentary. What the railways were asking 
for would not cost the taxpayers anything. 
They asked for no subsidy and they made 
one proviso that the competition was fair 
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all round. In his view, if the railways and 
the shipping companies were brought in 
without fear or favour, they would quickly 
earn the confidence and the gratitude of 
the air-minded public, just as they had 
already earned it from those millions whom 
they had transported so safely over land 
and sea. 


LorD BEAVERBROOK’S REPLY 


Lord Beaverbrook, winding up _ the 
debate, said that some of the shipping 
companies and railways offered to give 
services free from any subsidy. That was 
a very generous offer; but what did they 
mean ? Would they give the service the 
B.O.A.C. gave free from all subsidies ? 
If that was the proposition, he was sure the 
Treasury would be glad to hear it. He was 
not sure. He thought it was time the ship- 
ping companies and the railways came to 
the Government with their proposals 
instead of asking the Government about 
B.O.A.C. If they wanted to supplant 
B.O.A.C. let them say so. If the shipping 
companies and the railway companies 
made proposals that would supplant the 
services of the B.O.A.C. and give them 
without subsidy, then, of course, the 
Government would be very glad to listen. 

Replying to a number of questions, Lord 
Beaverbrook said that the proposal had 
been made that the railway companies 
should take over the route to Paris after 
the war. He was putting the question to 
the shipping companies and the railway 
companies, without hostility and not in 
any critical spirit, what did they mean ? 
Did they mean that they would take over 
B.O.A.C. services or would take over only 
certain selected services? He was not 
attempting to resist claims, but to obtain 
information as to the basis on which they 
suggested they should take over services 
of B.O.A.C. and operate them without 
subsidy. Did they want to take all of 
them over, or did they want to take over 
some services, leaving a residue to B.O.A.C. 
—in other words, taking the eyes out of 
the carcase. 

Lord Kennet said that the idea of the 
shipping companies was certainly not to 
take over selected portions of the services. 
He would take an early opportunity of 
giving Lord Beaverbrook an explanation 
of the attitude of the shipping companies. 

Lord Beaverbrook answering further 
questions said that if the shipping com- 
panies and railway companies wanted to 
go into aircraft transport, why did they 
not lay down their plans? There was no 
reason at all why they should not do so. 
It would not be expensive or difficult. 
When decisions had been reached on their 
proposals, then the moment they knew 
they could start after the war they could 


go ahead and operate those services. They 
could go forward with their project. 
Lord Balfour of Burleigh said Lord 


Beaverbrook asked why the railway com- 
panies did not make their plans. They 
could not make plans for post-war aviation 
services without knowing that they were 
going to have the support of the Govern- 
ment in their negotiations for landing 
grounds, and without knowing that the 
Government was going sympathetically to 
consider giving them after the war the 
aircraft which they needed. 

Lord Beaverbrook said that internal air 
lines were the concern of the Air Ministry. 
He was authorised to say that after hosti- 
lities in Europe had ceased it would be 
necessary to continue services on their 
present basis for a certain time, the length 
of which would be dictated by military 
exigencies. So far as long-term policy for 
internal civil aviation was concerned, the 
Air Ministry had under review the form of 
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organisation, the planning of routes, and 
questions of aerodromes, equipment and 
ground organisation. Those questions were 
now in an advanced stage, and the Secretary 
of State for Air would have something to 
say on the examination of those matters 
in the not-distant future. That was in 
relation to the internal air lines and the 
desire of the ralway companies to take 
part in the internal air services, in which 
they already played a very considerable 
part. 





Questions in Parliament 


Railway Services to Windsor Races 

Mr. W. Dobbie (Rotherham—Lab.) on 
May 3 asked the Parliamentary Secretary 
to the Ministry of War Transport in what 
circumstances, and by whose instructions, 
trains were run to convey passengers to and 
from a recent race meeting at Windsor ; 
and how many special trains were used for 
this purpose on Easter Monday last. 

Mr. P. J. Noel-Baker (Parliamentary 
Secretary, Ministry of War Transport) : 
In accordance with the Minister of War 
Transport’s instructions, no special trains 
were run for the race meeting at Windsor 
on Easter Monday last. The train services 
to Windsor did not exceed those run on 
Easter Monday in 1942 and 1943. 

Sir Herbert Williams (South Croydon— 
C.): So the statement in the Press, that 
the railway companies when they found 
that there were large numbers of people 
with return tickets who could not be carried 
on existing trains would provide additional 
trains, was not true ? 

Mr. Noel-Baker: I have seen the state- 
ment, but the Minister of War Transport 
gave instructions that no extra facilities 
were to be provided for any race meetings, 
and I am sure those instructions were 
carried out. 

Sharing of Taxis at Railway Termini 

Commander S. King-Hall (Ormskirk— 
Lib. Nat.) on May 4 asked,the Secretary of 
State for the Home Department whether 
he had any further statement to make 
about sharing of taxicabs in London. 

Mr. Herbert Morrison (Secretary of State 
for the Home Department): The arrange- 
ments to which I have referred in my 
answers to previous questions for the 
encouragement of sharing of cabs at railway 
termini are still in effective operation ; and 
it is not thought that there are any further 
steps which can usefully be taken in this 


matter. The American scheme, which was 
the subject of Commander King-Hall’s 


question to me on November 4 last, has 
been examined in consultation with the 
other Departments concerned, but appears 
to contain no features which, insofar as 
they are not already reflected in our own 
practice, are appropriate for adoption in 
this country. 

Commander King-Hall: Will the Home 
Secretary look again at the question of the 
sharing of taxis at the main-line stations in 
London, and, in particular, see how this 
so-called organisation works, for example, 
at Waterloo? There is no system except 
that of a constable shouting directions. 
Cannot the taxis be organised into several 
picking-up points, accérding to destinations, 
so that people know where to go ? 

Mr. Morrison: I will keep it under re- 
view. 


Railways and Manchester Taxicabs 
Mr. H. Thorneycroft (Manchester, Clay- 
ton—Lab.) on May 10 asked the Parlia- 
mentary Secretary to the Ministry of War 
Transport, whether he was aware that the 
railway companies permitted only a limited 
number of drivers of taxicabs to ply for 
hire on the station approaches in 
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Manchester, and in those cases only in re. 
turn for an annual rent of £7 16s. for each 
taxicab; that, as a result of this, as from 
Monday, May 8, very few taxicabs had 
been delivering passengers to, or collect. 
ing passengers from, the station approaches 
in Manchester; and what action he pro. 
posed to take. 

Mr. J. F. Emery (Salford West—C.) also 
asked the Parliamentary Secretary to the 
Ministry of War Transport, if he was 
aware that railway companies allowed only 
a limited number of taxicabs to ply for 
hire on station approaches in Manchester 
and charged £7 16s. a year for the 
privilege from each taxicab; and if, in 
view of the threat of taxicab-owners to 
withdraw their services, with consequent 
inconvenience to the travelling public, he 
would allow all licensed taxicabs free 
access to the station approaches. 

Mr. P. J. Noel-Baker (Parliamentary 
Secretary, Ministry of War Transport): 
The railway companies make a charge of 
three shillings a week for every taxicab 
which they authorise to ply for hire on 
the station premises at Manchester. I 
understand that they have offered to allow 
all taxicabs to use the station stands, to 
the specified capacity of the stands, pro- 
vided they receive the same total pay- 
ment as they now receive- by way of 
acknowledgment rental from the authorised 
taxicabs. I am asking the Manchester & 
Salford Owner-Drivers’ Association if they 
are prepared to accept this proposal. 

Mr. Thorneycroft: Is the Parliamentary 
Secretary aware that as a result of a 
similar dispute between railway companies 
and cab-owners in London more than 20 
years ago, the railway companies per- 
mitted cab-owners free access to the 
stations; and in view of the serious incon- 
venience that is suffered by the travelling 
public in that part of Lancashire, will he 
give reconsideration to this question? 
Manchester is asking only to come into 
line with London. 

Mr. Noel-Baker: Yes, Sir, but I think 
the conditions in London and Manchester 
differ rather widely. The railway com- 
panies maintain that in peacetime the 
existing arrangement secures a_ better 
service for the public, and there is 
certainly a strong argument in favour of 
that view. I think that their present 
proposal would solve the present difficulty 
if it were accepted, but I thought 
it right to ask the Association if it agreed. 

Mr. Rhys Davies (Westhoughton—Lab.): 
Will the Parliamentary Secretary take 
care in any negotiations he has with rail- 
way companies on this point to see that 
Manchester is not put in a worse position 
than London? I live in Manchester. 
Manchester is as important as London. 

Mr. Thorneycroft: Because of the 
unsatisfactory nature of the reply, I beg 
to give notice that I shall raise the matter 
on the motion for the adjournment. 


Producer-Gas Trailers 

Sir Douglas Thomson (Aberdeen South 

—C.) on May 3 asked the Parliamentary 
Secretary to the Ministry of War Transport 
how many vehicles had now been fitted 
with producer-gas attachments mounted 
on trailers; what estimated saving in oil 
fuel resulted ; and what additional quan- 
tity of rubber tyres was consumed. 

Mr. Noel-Baker stated in a _ written 
answer: Under the Government scheme 
about 1,060 vehicles have been fitted with 
producer-gas trailers by commercial opera- 
tors. The estimated saving is at the rate 
of about 9,000 tons of petrol and 1,000 
tons of diesel oil a year; the estimated 
consumption of rubber on the trailers is 
about five or six tons a year. 
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The Swedish State 


War conditions have increased to an 
unprecedented extent, both the earnings 
of, and the traffic carried by, the Swedish 
State Railways, but there are indications 
that the record figures achieved in 1943 
constituted the climax. Against the work- 
ing surplus for 1943 of kr. 132,000,000 
(ompared with kr. 124,000,000 for 1942 
and kr. 116,000,000 for 1941), the budget 
for 1944 shows a working surplus of kr. 
100,000,000. It is expected that there will 
be a general decrease in goods traffic, to 
which effects of the cessation of German 
transit traffic will have been added. The 
net profit for 1943 amounted to kr. 
93,000,000, whereas that for 1944 is esti- 
mated at kr. 61,000,000. Working 
receipts for 1944 are estimated at kr. 
515,000,000, and working expenses at 
kr. 402,000,000. 

Goods traffic on the State Railways, 
exclusive of the Lapland ore traffic, 
increased to 5,620,000,000 tonne-km. in 
1943 from 4,860,000,000 tonne-km. in 
1942. The number of passenger-km. run 
in 1943 was 4,580,000,000, compared with 
3,960,000,000 in the preceding year. An 
important factor in these increases has 
been the incorporation of a number of 
privately-owned railways into the State 
system, the length of which was 8,104 km. 
5,033 miles) at the end of 1939, against 
10,426 km. (6,475 miles) at the end of 
1942 Traffic has increased, compared 
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Railways Position 


with the pre-war period in each case, 
considerably more during the present war 
than during that of 1914-18. To-day the 
country’s measures of defence are more 
elaborate, and road transport suffers from 
the shortage of fuel, lubricant, and tyres. 
Some figures indicating the increase in the 
tonnage of military and general goods 
traffic dealt with recently compared with 
the pre-war period were given in our 
issues of December 31 and January 21 
last. 

As has been recorded already in our 
columns, it is stated in Sweden that it 
would have been impossible to cope with 
the increased traffic had it not been for 
the considerable amount of electrification 
carried out by the State Railways. Com- 
pared with 3,357 km. (2,085 miles) at the 
end of 1938, the electrified system now 
comprises 4,380 km. (2,719 miles), and 
deals with about 86 per cent. of the total 
volume of traffic of the State Railways. 
The work of conversion continues, and 
plans are being drawn up with a view not 
only to railway development as such, but 
also to the relief of unemployment should 
this occur after the war. Schemes to be 
carried out when peace has returned, 
including the doubling of tracks, formed 
the subject of a statement by Herr 
G. O. V. Dahlbeck, Chief of Administra- 
tion, Swedish State Railways, which was 
published in our issue of December 10 
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last. The total length of double-track 
routes of the State system was 570 km. 
(354 miles) at the end of 1943. 

By the end of 1942, the staff of the 
State Railways had increased by about 
13,000 to some 43,000 since the beginning 
ofthe war. The figure of 43,000 included 
approximately 6,000 taken over in conse- 
quence of the incorporation of various 
privately-owned railways into the State 
system, 








Forthcoming Meetings 
May 19 (Fr.).—Institution of Mechanical 


Engineers, Storey’s Gate, London, 
S.W.1, 5.30 p.m. ** Condensing 
locomotives,’’ by Prof. G. V 


Lomonossoff and Capt. G. Lomonos- 
soff. General meeting. 

May 20 (Sat.).—Permanent Way Institu- 
tion (London Section), at the Albert 
Stanley Institute, Great Church Lane, 
Hammersmith. ‘‘ The manufacture 
of concrete block sleepers together 
with an indication as to the type and 
design of reinforced concrete trans- 
verse sleepers in use on the Great 
Western Railway,’’ by E. C. 
Cookson. 

May 24 (Wed.).—Institution of Railway 
Signal Engineers, at the Institution 
of Electrical Engineers, Savoy Place, 
Victoria Embankment, London, 
W.C.2, 6 p.m. ‘“‘ Lubricating oils: 
their production and use in relation 
to railway signalling,’’ by W. Kay. 








Above: G.W.R. diesel railcar 


alongside the well-known city walls 


Right: ‘Sir’ Ronald Matthews (Chairman of the 
L.N.E.R.) and Sir Charles Newton (Chief General 
Left to right : 
Mr. J. C. L. Train (Chief Engineer), Mr. Miles 
Beevor (Chief Legal Adviser) Sir Charles Newton, 
Mr. E. M. Rutter (Superintendent, N.E. Area), 
Sir Ronald Matthews, and Mr. C. M. Stedman 
(Locomotive Running Superintendent, N.E. Area) 


Manager) at York after a trial run. 


No. 19 at York, 








G.W.R. Diesel Railcar Trials on 


L.N.E.R. 


During April and May the G.W.R. diesel railcar 
No. 19 has been running in regular traffic on 
the North Eastern Area of the L.N.E.R. for 


experimental purposes. 


No official data are yet 
available about these trials 
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Notes and News 


Resitsa Share Capital Increase.—It is 
reported that the Resitsa concern, the 
important Roumanian firm producing rail- 
way rails, locomotives and rolling stock, 
recently decided to quadruple its share 
capital of 1,000,000,000 lei and to transfer 
its headquarte rs from Resitsa to Bucharest. 


British Austerity Locomotives.—In 
our last week’s issue, on page 490, some 
comparative details were given of the main 
dimensions of the British built 2-8-0 and 
2-10-0 austerity locomotives. Due to a 
printer’s error, the maximum travel of 
piston valves was made to read in each 
case as § in., instead of 63 in. 

Mashonaland Railway Co. Ltd.—A 
general meeting of the members of this 
company (in voluntary liquidation) will be 
held at 14, George Street, Mansion House, 
E.C.4, on Friday, June 9, at 10.30 a.m., 
for the purpose of having an account laid 
before them, and to receive the liquidator’s 
report showing how the winding-up of the 
company has been conducted and its pro- 
perty disposed of, and also of determining 
by extraordinary resolution the manner in 
which the books, accounts and documents 
of the company and of the liquidator shall 
be disposed of. The undertaking and assets 
of the Mashonaland Railway were acquired 
by Rhodesia Railways Limited as from 
October 1, 1936. 

Road Transport 
Fund.—As an outcome of the publication 
of their booklet, the signatories to ‘‘ The 
Road Carrying Industry and the Future ”’ 


Merchant Navy 


have forwarded to King George’s Fund for 
Sailors (Merchant Navy) a cheque for 
£100. This booklet, which formed the 
subject of an editorial article in our issue 


of March 24 (page 305), was published by 
Mr. J. S. Nicholl on behalf of himself 
and seven other well-known medium-sized 
hauliers. 


Brush Electrical Engineering Co. 
Ltd.—Net profit for the year 1943, after 
providing for general charges, maintenance 
and reserve for depreciation and renewal 
of plant, maintenance and reserve for 
depreciation of buildings, and war risks 
insurance, etc., amounts to £175,002 


(£118,130), to which is added £10,271 
brought forward, making £185,273 avail- 
able for appropriation. The directors 


recommend appropriations of £7,838 amount 
written off A.R.P., £3,916 for war damage 
insurance, £93,000 (£25,000) provision for 
taxation, and wanaler to general reserve 
of £25,654 (£25,000). The provision for 
preference dividends (net) is £10,766, and 
the provision for ona ary dividend at 9 per 
cent. less tax for the year (net) is £32,567, 
leaving £11,532 to be carried forward. 
The ordinary dividend for 1942 was 8 per 
cent., less tax. 

Southampton Dock Charges.—Notice 
is given by the Southern Railway Com- 
pany that the charge of 8 per cent. added 
on April 6, 1944, to certain rates and charges 
at Southampton Docks which were autho- 
rised by the second schedule to the Southern 
Railway Act, 1923, has as from April 29, 
1944, been reduced to 7 per cent. The 
new scale applies to the following charges : 
(1) on merchandise imported and landed, 
with the exception of the wharfage dues 
(when the import rate is not payable) and 
the overside rate; (2) on bonding rates 
and charges for wines and spirits, with 
the exception of charges for rent, agency, 
etc. ; (3) on wood, including dock haulage 
specified in the above-mentioned schedule, 
with the exception of charges for rent and 
the overside rate; (4) on merchandise for 
shipment, with the exception of the wharfage 
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due and the overside rate, in certain cases ; 
in the rates, charges, and rents on grain, 
seed, and flour imported, specified in the 
1923 schedule, with the exception of charges 
for warehouse rent. The additional charge 
of 124 per cent. in respect of labour, which 
was introduced on April 6, has now become 
10 per cent. 


Swedish Private Railway Report.— 


The . Vastergétland-Géteborgs Jarnvag 
Aktiebolaget, one of the most important 


of the Swedish private railway companies, 
reports a net profit for 1943 of kr. 183,000, 
compared with kr. 120,000 for 1942. A 
dividend of 4 per cent. (same) is to be paid 
for the year. 

Heat on again.—The Minister of Fuel 
& Power from May 16 relaxed until fur- 
ther notice the prohibitions on the use of 


fuel for central heating and alternative 
forms of heating over the whole of 
England, Wales, and Scotland. Night 


banking of boilers is still prohibited. 


Accident near Gretna, L.M.S.R.— 
A London—Glasgow passenger train of 


the L.M.S.R. left the rails and caused 
damage to a signal box about two miles 


south of Gretna on May 15. It is stated 
that three passengers were killed; five 
passengers were taken to hospital with 
minor injuries, and several received first 
aid before continuing their journeys. 
Road Accidents in March, 1944. 
The return issued by the Ministry of War 


[ransport of the number of persons reported 
to have died, or to have been injured, as a 
result of road accidents in Great Britain 
during the month of March last shows 
522 deaths (compared with 529 in March, 


1943), 2,636 seriously injured (compared 
with 2,435 in March, 1943), and 7,151 
slightly injured (compared with 6,803 in 
March, 1943 


F.B.I. and Industrial Research.—The 
Federation of British Industries has decided 
to strengthen its organisation on the 
research side by making its Industrial 
Research Committee a permanent standing 
committee of the federation with its own 
fully qualified secretariat. The federation, 
although not itself engaging in research, 
through the work of its standing committee 
will do all in its power—in collaboration 
with existing organisations in this field—to 
promote the interests of industry in relation 
to research and its application. At the 
same time, it will make every possible effort 
to secure the success of any wider or more 
comprehensive organisation which may 
result from the present widespread interest 
in the problem of research, 


N.U.R. President on Nationalisation. 
—Mr. F. J. Burrows, President of the 
National Union of Railwaymen, address- 
ing the annual conference of the Railway 
Clerks’ Association on May 15, said there 
was bound to be an amalgamation of the 
four railway groups, either under the 
State, which would mean _ complete 
nationalisation, or under some form of 
public utility body like the L.P.T.B. 
Already the effects of amalgamation in 
the way of redundancy had. been experi- 
enced, and it would need all the vigilance 
of the three railway unions to cope with 
the problems which would arise after the 
war. If they went back to private enter- 
prise railwaymen would be in for a very 
bad time; the only safeguard would be to 
go all out for nationalisation. A resolu- 
tion was adopted by the conference call- 
ing on the Government to declare its 
policy on the future of British transport. 
It proposed that rail, road and air trans- 
port and coastwise. shipping should be 
owned and controlled by the State, and 
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that a national transport board should be 
appointed by the Minister of Tran Sport 
with sectional boards and consult ative 
councils representing local aiithorities, 
users of transport and employees. 


East Indian Railway Annuities.— 
Notice is given that on March 31, 1944 
in accordance with the provisions of the 
East Indian Railway Purchase Act, 1879 
a total sum of £8,872,641 was invested for 
the purpose of providing a sinking fund 
in respect of Annuities Class ‘‘B’’; and 
under the East Indian Railway Company 
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Sinking Fund Act of 1892, the total sink- 
ing fund investments for Annuities Class 

‘C’’ and for Annuities Class ‘‘ D’’ were 
respectively £2,001,939 and £3,804,862. 

Road Transport of Goods Order.— 
The Minister of War Transport on April 26 
made the Road Transport of Goods Order, 
1944. 

Craven Bros. (Manchester) Ltd.—The 
report for the year 1943 states that after 
providing for all revenue expenditure, de- 
preciation of fixed assets, price control ad- 
justments and income tax, the net profit 
was £69,235, and £147,790 net was brought 
n. The final dividend is 15 per cent., 
making 20 per cent., less tax, for the year, 
and the amount carried forward is £157,025. 


Class’ Distinctions. on _ Istanbul 
Underground.—tThe Traffic Committee 
f the Istanbul Town Council recently 


yetoed a proposal of the railway manage- 
ment that class distinction should be 
abolished on the municipally-owned cable- 
perated underground railway between 

‘alata and Pera. First and second class 
accommodation will therefore be main- 
tained as heretofore. 

Girling Patents for Braking Mechan- 
ism.—Letters Patent were granted to 
\lbert Henry Godfrey Girling, bearing date 
April 5, 1928, and numbered 314,607 for an 
nvention of ‘‘ Improvements in Braking 
Mechanism,’’ and Letters Patent were also 
granted to an inventor bearing the same 
name and for an invention with a similar 
title, bearing date July 23, 1928, and num- 
bered 323,183. On June 6 next an originat- 
ing summons on behalf of the Len Brake 
Co. Ltd., James Henry Pratt and Gilbert 
Edgar Manley carrying on business as 
Pratt & Manley, and Thomas Carlye Skinner 
and John Herschel Skinner, asking that the 
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terms of the above-mentioned Letters 
Patent may be extended for further periods 
of 4 years and 7 months and 4 years and 
10 months respectively, will come before a 
Judge of the Chancery Division. 
Proposed Underground for San 
Paulo.—It is reported that plans have 
been completed for the construction of an 
underground railway in San Paulo (Brazil). 


Swiss Railway Merger.—The Erlen- 
bach-Zweisimmen and _  Spiez-Erlenbach 
Railways in Switzerland have been merged 
to form a system designated the Simmental 
Railway (Simmentalbahn, or Chemin de 
fer du Simmental). Both lines use electric 
traction, and were worked by the Bern- 
Létschberg-Simplon Railway, as is the new 
system. The Simmental Railway owns four 
locomotives, two light motor coaches, 25 
carriages, and 53 wagons. The gauge is 
4ft. Shin. 

Devon General Omnibus & Touring 
Co. Ltd.—This company is jointly con- 
trolled by the British Electric Traction Co. 
Ltd., through its subsidiary the National 
Electric Construction Co. Ltd. (50 per cent.), 
the Great Western Railway Company (30 
per cent.) and the Southern Railway Com- 
pany (20 per cent.). In the year 1943 net 
traffic and other receipts after providing for 
depreciation on rolling stock, etc., were 
£220,853 (£183,832) and interest received 
amounted to £6,875 (£6,760). Profit for the 


year, after providing for taxation, war 
damage insurance, etc., was {£54,728 
(£47,592). With a balance brought forward 


of £15,694 (£14,940), there was a total avail- 
able of £70,422 (£62,532). Appropriations 
are made of £10,000 (£5,000) to reserve and 
of £1,286 (£1,338) to employees’ assistance 
account, and the dividend of 10 per cent. 






535 


for the year on the ordinary shares, leaving 
£18,636 to be carried forward. 








Contracts and Tenders 


Siemens Electric Lamps & Supplies 
Limited states that its contract with the 
London & North Eastern Railway Company 
for the supply of Siemens electric lamps has 
been extended for a further period of twelve 
months commencing May I, 1944. 

News was received recently in South 
Africa that Canada is about to commence 
delivery of the second batch of 1,000 
wagons ordered by the South African Rail- 
ways. By the end of last January, 904 
out of the first batch of 1,000 wagons 
supplied by Canada had ‘been assembled 
in the Administration’s East London and 
Mitenhage Workshops and placed in 
service. Good progress is being made with 
the construction of 1,000 wagons by a South 
African firm to the order of the S.A.R. 

Below is given a list of orders placed 
recently by the Egyptian State Railways : 

Kryn & Lahy (1928) Limited: Cast-steel 
wheel centres. ° 

Babcock & Wilcox 
globe-valves. 


Limited : -Forged-steel 


W. H. Willcox & Co. Ltd.: Valves. 

Sigmund Pumps (Gt. Britain) Limited: 
Pumps. 

Samuel Osborn & Co. Ltd.: Nickel chro- 


mium self-tempering chisel. 
Vacuum Brake Co. Ltd. : Locomotive spares. 
John Rabone & Sons Ltd.: Measuring tapes. 
Arthur Balfour & Co. Ltd.: Dieblocks. 
Thomas Turton & Sons Ltd.: Spring steel. 
Firth-Vickers Stainless Steels Limited : Stain- 
less steel for valve making. 
Thos. Firth & John Brown 
steel. 
British Timken Limited: Bearings. 
Taylor Bros. & Co. Ltd.: Steel axles. 


Limited : Cast 


Inter-Railway Trailer 
Competition 


Pump 


Left : Sir Alan Anderson, Controller of Railways, 
Ministry of War Transport, about to present 
awards to the G.W.R. Paddington “ B”’ team, 
winner of class A in the inter-railway trailer- 
pump competition (see our last week’s issue, page 
510). On his immediate left is Lord Royden, 
Chairman of the Railway Companies’ Association, 
and near him on the right (wearing mackintosh) is 
Mr. K. W. C. Grand, Assistant General Manager, 
G.W.R. 


Below (left) : 


G.W.R. Paddington “* B” team 


Below (right): L.M.S.R. Wolverton C. & W. 


A” team, winner of class B 





















































Stock markets have been less firm with 
business tending to decline because of 
the general disposition to await the pro- 
gress of latest war developments. Never- 
theless, sentiment was assisted by the 
confidence indicated by the _ small 
amount of selling in evidence. In accord- 
ance with the prevailing tendency, busi- 
ness in home rails has been on a smaller 
scale than-of late, and the moderate reac- 
tion in prices reflects the smaller turn- 
over. Fractional declines have also been 
shown in various preference stocks and 
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Railway Stock Market 


mainly by the general tendency of stock 
markets. Nevertheless, there is no reason 
to assume that the railways and their 
stockholders, numbering nearly a million, 
will be treated unfairly in post-war trans- 
port developments. In fact, it would 
appear that there is no other group of 
equity securities giving as good a com- 
bination of large yields and possibilities 
of satisfactory capital appreciation as 
time proceeds. The outlook for the rail- 
ways is no more uncertain than that of 
many industrial companies whose shares 
have recently risen strongly on hopeful 
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115 were a _ point 
guaranteed stock at 131 moved half-a- 
point better on balance. L.M.S.R. ordi- 
nary was‘better on balance at 32, com- 


pared with 313, although the 1923 prefer. 


ence was 
L.M.S.R. 
slightly 
guaranteed 
102}. 
Among L.N.E.R. stocks, the second 
preference at 334 was fractionally higher 
on balance, and the first preference un- 
changed at 60}; the first guaranteed 


fractionally lower at 603. 
senior preference at 79 was 
higher on the week, and the 
stock 103, compared’ with 


down, although the 





prior charges after their recent good rally, 
the reaction in which was attributed 
partly to absence of improvement in 
demand; not much selling was reported. 
Holders of these stocks realise that it is 
difficult to find other securities offering 
better yields and carrying similar high- 
class investment merits. As to junior 
stocks uncertainty as to the post-war 
period has continued to have .a much 
stronger influence on sentiment than the 
generous yields and the assured dividend 
position unde® the control agreement. 

It is realised that the final decision as 
to post-war transport organisation and 
control may not be possible until some 
time after the war, bearing in mind the 
complexity of the problem; but it con- 
tinues to be hoped that as soon as is prac- 
ticable some indication of Government 
policy as to these and similar matters 
will be forthcoming. Meanwhile, it seems 
not unlikely that the trend in home rail- 
way stocks may continue to be governed 


further improved to 99}, and the second 
guaranteed kept at 91. L.N.E.R. 4 per 
cent. debentures were higher at 107, but 
the 3 per cent. debentures lost half-a- 
point at 84. Southern deferred was 25 
compared with 24? a week ago, and at 
79 the preferred was also slightly better 
in price. On the other hand, Southern 
5 per cent. preference reacted from 121 
to 1183; the 4 per cent. debentures were 

maintained at 113. London Transport 
‘“C’’ showed a small rise at 72}. 

‘Aster a reaction, Argentine railway 
stocks tended to rally, but were mostly 
lower on the week, with B.A. Gt. South- 


views of the post-war outlook; and all 
points considered it would seem that 
home railway junior stocks should be 
valued more on a 6 per cent. than an 
8 per cent. yield basis. L.M.S.R. ordi- 
nary would then be 41}, Great 
Western ordinary 75, and Southern 
deferred 33}. 

These prices are much above those now 
ruling. They give an indication of the 
scope for future appreciation that may 
exist if there is a statement from the 
Government indicating that the railways 
will be treated fairly and left in a posi- 
tion whereby they have reasonable pro- 
spects of at least earning dividends at ern 11}, compared with 12}, and the 
around current rates after the end of 4 per cent. debentures 554, compared 
control. with 57. San Paulo ordinary held its 

Great Western ordinary failed to hold recent rise to 54, but United of Havana 
an earlier improvement, but at 61 was debentures reacted from 32 to 29}. Cana- 
the same as a week ago. The 5 per cent. dian Pacifics at 15{ were again better on 
preference, however, reacted from 121 to balance, aided by the good traffic and 
11934, and the 4 per cent. debentures at hopes of an interim dividend in August. 
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Traffic Table and Stock Prices of Overseas and Foreign Railways 
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Note. Yields are based on the approximate current price and are within a fraction of 7s. Argentine traffics are given in sterling calculated @ 16§ pesos to the £ 
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